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DIESEL RAILWAY TRACTION SUPPLEMENT 
The March issue of THE Rattway GaAzETTE Supplement, 
illustrating and describing developments in Diesel Railway Traction, 
is now ready, price 1s. 








GOODS FOR EXPORT 


The fact that gocds made of vaw materials in short supply 
owing to war conditions are advertised in this paper should not 
be taken as an indication that they are necessarily available for 
export , 








NOTICE TO SUBSCRIBERS 


Consequent on further paper rationing, new subscribers cannot 
be accepted until further notice. Any applications will be put on 
a waiting list which will be dealt with in rotation in replace- 
ment of existing subscribers who do not renew their sub- 
scriptions 

Annual subscriptions are payable in advance and subscribers 
are advised to pay their renewal accounts before the expiration 
of the existing subscription, as the dispatch of copies will in all 
cases be’stopped on expiration 








‘““THE RAILWAY GAZETTE”’ 
OVERSEAS 
We would vemind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RatLway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 
We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 
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ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 





TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: 
Mondays to Fridays 9.30 a.m. till 5.0 p.m. 
The office is closed on Saturdays 
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The Railways’ Revenue for 1941 


THE Chancellor of the Exchequer in the House of 

Commons on March 3 announced, in reply to a Ques- 
tion, that estimates of the results of the railway pool for the 
year 1941 were under examination, and that a White Paper 
would be published; he added that any excess of net revenue 
over £43,000,000 would be paid to the Exchequer; that, of 
course, was already known. Sir Kingsley Wood would not go 
further than suggest that the White Paper should be awaited, 
when he was asked whether he would confirm that a con- 
siderable profit had accrued to the Treasury, and had not 
that profit been at the expense of the holders of the 
£80,000,000 of investments which had received no return. 
It is as well that the Government should see fit to give 
further details of the financial results for 1941, a course 
which has been urged on more than one occasion in these 
columns. It will be necessary to await the form of the 
White Paper before it is possible to know how much of the 
relevant data will be disclosed. In the meantime there can 
be no doubt that the results of the four main-line railways 
recently disclosed have left a strong impression in some 
minds that the revised financial agreement is very far from 
generous to the railway companies. 


Sir Thomas Royden on the Revised Agreement 


In succeeding the late Lord Stamp as Chairman ,of the 
L.M.S.R., Sir Thomas Royden could have no enviable task 
at any time, but to do so in the midst of a war is indicative 
of willingness to shoulder great cares and heavy responsi- 
bilities. At the annual meeting Sir Thomas admitted that 
those responsibilities are so great that he finds it necessary to 
devote practically the whole of his time to the task. His 
speech dealt with several matters to which attention has 
been drawn ,in these columns. He said that records con- 
tinued to be kept of increased costs due to war conditions, 
and these will enable a close estimate to be made of the 
true net revenue of the controlled undertakings as a whole. 
These obligations of the Government will have an important 
value after the war, and in his view are some recompense for 
the retention by the Government of a substantial proportion 
of the company’s profits during the war. The arrangements 
for providing the cost of making good maintenance and 
renewals have been completed and effect given to them. Sir 
Thomas touched on a very important point, but did not 
dilate on it, when he said that during the last year action 
has been taken on many matters on directions from the 
Minister of War Transport; these directions, although limited 
to the period of Government control, might affect the value 
of the company’s postwar assets, or the future earning capa- 
city of the company. The Chairman gave his assurance that 
they would be kept under close and continuous review against 
the possibility that it might prove necessary to take steps 
to protect the company’s position after the war. 


Sir Ronald Matthews on Wages and Prices 


At the L.N.E.R. ordinary general meeting on March 6, 
Sir Ronafd Matthews pointed out that there was still no 
evidence that the Government was prepared to face up to 
the corollary of a controlled cost of living, which was a 
coherent wage policy. Although the tendency to inflation 
might be retarded for the time being, there was a grave 
danger, if wages continued to rise, of purchasing power in 
the immediate postwar period being so much in excess of 
the amount of consumer goods available that an alarming 
rise in the level of prices would result. There was plenty 
of criticism by stockholders of the new agreement with the 
Government, although the Chairman explained that the rail- 
way boards in coming to their decision were also influenved 
by considerations arising from the present emergency, in as 
much as while giving due consideration to ordinary com- 
merciai factors they came to a decision that having received 
an offer, which, although by no means generous could not be 
regarded as unfair, they would not be justified in the national 
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interest in refusing it and haggling for a higher figure. 
Much time was wasted in uninformed criticism of the pro- 
posals relating to the acquisition of the business of Thos. 
Cook & Son Ltd., and eventually a poll had to,be taken on 
this question. A poll had also to be taken on a resolution 
moved by a stockholder for giving warrants for a certain 
amount of free travel to junior stockholders who have 
received no dividends. The Chairman gave cogent reasons 
against the resolution. 
sas oe 


The Need for Travel Restriction 


Lord Leathers, the Minister of War Transport, in a state- 
ment to the press and a personal broadcast on March 8, has 
issued a warning of the need for severe travel restrictions at 
Easter. He has urged that members of the public do better 
than they did at Christmastime when, he said, they did very 
well indeed. The need for restriction will increase as time 
goes on, and the Minister has given cogent reasons for this. 
Many scores of the best and heaviest locomotives, and 
thousands of wagons have been shipped overseas; railway 
workshops are largely engaged on munition work; and more 
than 90,000 trained men have been released for service with 
the Forces. In a recent week over 4,000,000 tons of coal and 
raw materials were sent by rail alone, and over a million tons 
of finished products delivered in all parts of the country. 
There are now between 700 and 800 additional workmen’s 
trains running daily. Troops, stores, munitions, requiring 
on an,average 3,000 special trains a month, often worked by 
tortuous routes, have to be moved to remote parts of the 
country. Traffic is further complicated by the flow of 
imports and the need for transporting many of these over 
long distances and on already congested routes. Holiday- 
makers must seek their pleasures at home this Easter. First 
things must come first. 


Londonderry & Lough Swilly Railway Company 


The principal business now carried on by this company is 
road transport, which had lately been the only part of the 
undertaking to show a profit. In 1941, however, the railway, 
with gross receipts of £29,755, secured a net return of £2,352. 
Profit on road transport has at the same time risen from 
£1,765 to £16,047. From the total net income of £17,352 
has to be deducted £7,627 debit balance brought forward, 
and the final result of the year’s working is a credit balance 
of £448. A sum of £1,585 was expended out of revenue on 
new garage accommodation. 


1939 1940 1941 
£ £ £ 
Gross receipts from businesses ine 90,953 90,453 132,419 
Expenditure ame Pits an aa 90,038 91,216 115,606 
Net receipts sete rie ad pe 915 Dr.763 16,813 
Miscellaneous receipts (net)... a 355 46) 539 
Total net income ae aie 1,270 Dr. 302 17,352 


It is interesting to note from the report that the Letterkenny- 
Burtonport Extension, which was closed to all traffic in June, 
1940, under the provisions of the (Eire) Railways Act, 1933, 
was re-opened for goods transport in January, 1941, for the 
38 miles between Letterkenny and Gweedore as a temporary 
emergency measure. 


Mersey Railway Company 


Steady progress has been made by this company for some 
time, and although few data are provided in the modified 
form of accounts issued under war conditions, it appears 
that the improvement continues. The report of the directors 
shows that the net revenue for the year 1941, after giving 
effect to the estimated operation of the financial arrange- 
ments with the Government for the control of railway under- 
takings-and the London Passenger Transport Board, was 
£111,434, against £104,462 for 1940. The balance brought 
forward was £3,605, and the amount available, after appro- 
priating £5,500 to contingency fund—which now stands at 
£15,500—is £109,539. This compares with £105,935 in 1940 
when £1,500 was allocated to income tax reserve. After 
meeting interest on debenture stocks there is a balance avail- 
able for dividends and general reserve of £53,396, which com- 
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pares with £49,792 for 1940. An appropriation of £2,000 is 
again made to general reserve, which now stands at £30,000. 
The dividend on the 3 per cent. perpetual preference stock 
absorbs £19,472. From the balance of £31,924 (against 
£28,320) available for dividend on the consolidated ordinary 
stock the directors recommend a payment of 2 per cent., 
which absorbs £28,425, compared with the £24,715 required 
to meet the dividend of 1} per cent. paid for 1940. The 
balance carried forward is £3,679. 


Heavier Rails in South Africa y 

South Africa has the distinction of possessing the heaviest 
rolling stock in the world running on 3 ft. 6 in. or metre 
gauge lines, and the introduction of locomotives with 22-ton 
axle-loads has made it necessary to pay considerable atten- 
tion to the track and to underline bridge structures. In this 
matter the South African Railways & Harbours Administra- 
tion has looked well ahead. After the Union the B.S.S. 
80 lb. flat bottom rail was chosen as the standard for main 
lines, but traffic in South Africa increased to such an extent 
after the 1914-1919 war and the subsequent depression that 
a new 85 lb. section was brought into use. This was designed 
by the S.A.R., and as a result of web failures, especially on 
the electrified lines in Natal, an important new feature of 
this section was the thickening of the web at its junction 
with both head and foot, to give added strength at the 
fishing angles. When the increase in axle-loading was decided 
on, it was realised that the 85 lb. rail would not be adequate 
to carry such loads, and a considerably heavier 96 lb. rail was 
therefore designed. This is carried on the same cast-iron sole- 
plates as the 85 Ib’and 80]b. rails, but a new and heavier type 
of fishplate has been required. When a beginning was made in 
Natal with the introduction of the 96 Ib. rail in 1927, it was 
intended to use the best of the 85 lb. and 80 Ib. rails so 
released for relaying elsewhere, but in order to increase to 
the maximum possible the radius of action of the locomotives 
with 22-ton axle-loads, it was later decided to lay the 96 Ib. 
rail as standard in all main lines, and the excellent progress 
that has been made with this relaying in the past fourteen 
years is described on p. 358 of this issue. 


Proposed Introduction of Eireann Time 


The report of the Summer Time Committee set up in Eire 
in March, 1940, to inquire into the operation of the Summer 
Time Act, 1916, and the Summer Time Act, 1925, has now 
issued its report. It says that the evidence showed a pre- 
ponderating desire in cities and towns in favour of the 
system of time which had operated in Eire for a quarter of 
a century—namely, the retention of Western European 
Time, with an advance of one hour of summer time. The 
farming community had showed hostility to summer time, 
and regarded it as injurious to its interests. Some repre- 
sentatives of agriculture wanted a complete reversion to 
Irish Standard Time as operative up to 1916. The Com- 
mittee says it has been considerably impressed by the case 
made against an advance on natural time of from 
1 hr. 25 min. to 1 hr. 40 min., on the ground that it 
marked too great a departure from natural conditions. The 
majority report of the committee recommends that the Time 
(Ireland) Act, 1916, should be repealed, so that Greenwich 
Mean Time or Western European Time should no longer 
be the time for normal purposes in Eire. It states that the 
meridian of 74 degrees west longitude, which follows a line 
from Lough Swilly to Dungarvan Bay, would give the 
country a standard time exactly 30 min. behind Greenwich 
Time. The majority report regards this meridian, which 
divides the country approximately into equal parts, as the 
natural and logical line to take for the determination of 
standard time of the country as a whole. Summer time, it 
says, should be advanced one hour on the new Irish standard 
time. The introduction of summer time earlier than mid- 
April is regarded as undesirable, but its retention until early 
November practicable. It therefore recommends that summer 
time should begin on the first Sunday of April and end on 
the first Sunday in November. Two members of the com- 
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mittee state that they are unable to agree with the recom- 
mendation of an Irish time as approved by the majority 
of the committee. The weight of evidence, they say, shows 
that the majority of the people favours the retention of 
Greenwich Time, with the normal period of summer time. 


Disabilities of Revised Agreement 


THE organ of the British Stockholders’ Union, The Rail- 

way Stockholder, points out in its February issue that 
the holders of railway ordinary stocks are the chief sufferers 
under the revised agreement. The union feels that under 
the original agreement ordinary stockholders might now be 
receiving very much higher dividends. It will be recalled 
that the original agreement, which recorded recognition for 
the standard revenue provision of the Railways Act, 1921, 
admittedly in a modified form, made provision for dividends 
on ordinary stock up to 8-1 per cent. in the case of the 
G.W.R. and L.M.S.R. Further, it will be recalled that a 
year ago the chairmen of the railway companies, at their 
annual general meetings, emphasised that in agreeing to a 
revision of the control agreement it had been stressed to 
the Government that it should be done on the understanding 
that no alteration should be made to the prejudice of the con- 
trolled undertakings, or which would place them in a more 
unfavourable position than they were under the then existing 
agreement. Superficially it would seem that the junior 
stockholders are in a more unfavourable position than that 
which they enjoyed under the original arrangement and this 
would probably be true if the 1941 earnings were the only 
criterion, as Col. Llewellin stated on October 22, 1941, that 
they were substantially larger than in 1940. It should be 
pointed out, however, that the present guaranteed revenue is 
to operate from December 31, 1940, for the remaining period 
of control which is to be continued for a minimum period 
of one year after the cessation of hostilities. In the wholly 
abnormal conditions under which the railways are now 
operating, the results for one particular year cannot possibly 
be regarded as indicative of the probable results of future 
war years. From its commencement the present war has 
been full of unexpected happenings and there are too many 
uncertainties in the situation to justify any assumption as 
to the future level of railway earnings. Further, the guar- 
antee operates for at least one year after the cessation of 
hostilities when freight traffics might easily be at a con- 
siderably lower level than at present. For these reasons, 
settlement of the guarantee could not be dealt with on ordi- 
nary commercial lines, but the railway companies made it 
perfectly clear in their negotiations with H.M. Government 
that they could not consider any settlement which might be 
reached as in any way reflecting the existing or potential 
value of the railway undertakings. 

The union also expresses some doubt as to whether the 
clause in the White Paper (Cmd. 6314) dealing with the 
restoration of the statutory rights after control does, in fact, 
preserve the principle of standard revenue. On this point 
there can be no doubt that the preservation of the statutory 
rights of the companies was prominently in the minds of 
those responsible for conducting the negotiations as the stan- 
dard revenues are one of the factors in the pooling and 
sharing provisions which operate up to December 31, 1940; 
they are specifically set out in Appendix C of the new agree- 
ment; and the effect of Article 33 is that sufficient time will 
be given by the Government before the cessation of control 
for bringing into operation the existing statutory machinery 
governing the level of rates, fares, and charges. In this way 
the standard revenue provisions of the Railways Act, 1921, 
will be safeguarded, provided that Parliament does not in the 
meantime enact any modifying legislation, a possibility, of 
course, which cannot be entirely disregarded. It may be 
added that during the debate in the House of Commons on 
the White Paper, the Joint Parliamentary Secretary to the 
Ministry of War Transport expressed the view that the 
revised agreement had given the railways a square deal and 
the taxpayers a fair deal, a phrase which, in view of the 
necessarily uncertain factors, appears aptly to summarise the 
position. 
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Great Southern Railways Company (Eire) 


THE accounts of this company for the year 1941, which we 

have received, are issued in an abridged form and this 
has necessitated some alteration in the table of results which 
we have hitherto published. Gross receipts of the whole 
undertaking show an increase of £603,416 over the previous 
year despite the severely curtailed passenger train services 
in operation during the second half of 1941 due to coal shortage, 
and the restrictions imposed for nearly the whole of the year 
on the movement of live stock because of the prevalence of 
foot-and-mouth disease. As an abnormal situation was 
created early in the year by the petrol shortage the receipts 
for the year 1941 are not really comparable with those for 
the previous year. The benefit of the increased receipts has 
been offset to the extent of £407,909 by higher expenditure 
which in 1941 was £4,643,563. Provision has been made in 
the accounts for renewals deferred due to the emergency. 
Because of the petrol shortage much of the road-borne traffic 
has automatically reverted to the railway and while the 
company’s carrying facilities are limited by the scarcity of 
coal and petrol supplies, the question of remedial legislation 
has become temporarily less urgent. 

Railway passenger receipts in 1941 were £866,028, against 
£733,728 in 1940, and earnings from parcels, mails, etc., 
increased from £464,401 to £560,615. Merchandise, coal, etc., 
and other minerals brought in £2,235,173, compared with 
£1,904,339 in 1940, but livestock receipts fell from £312,887 
to £296,772. The improvement in net receipts from other 
businesses was mainly due to the fact that the profit on road 
transport was £181,557 in 1941 compared with £6,194 in 1940 
when there was a very heavy increase in expenditure in this 
department. The ratio of railway traffic expenditure to 
railway traffic receipts was 91-27 per cent. in 1941 as compared 
with 90-43 per cent. in 1940. Maintenance and renewal of 
way and works, including £130,000 provision for deferred 
renewals and maintenance, was /656,926 compared with 
£564,735 in 1940. The amount appropriated to maintenance 
and renewal of rolling stock, including £160,000 provision for 
deferred renewals and maintenance, was £726,329, against. 
£583,274. Locomotive running expenses rose from £884,319. 
to £1,113,545, and traffic expenses from £745,116 to £786,567. 
Total engine mileage was reduced from 11,859,760 to 
10,368,328. 


oe nf a 
Total expenditure on capital account ... 31,119,145 31,284,723 31,234,625 
Railway gross receipts ... eo .. 3,349,288 3,437,225 3,975,589 
Railway revenue expenditure ade ... 2,996,160 3,101,459 3,621,627 
Railway net receipts ‘ ids 353,128 335,766 353,962 
Net receipts from other businesses tis 37,373 Dr. 2,816 174,495 
Miscellaneous receipts (net) ... ois 37,187 25,906 38,421 
Total net income 427,688 358,856 566,878 
Rates recovered transferred from sus- 
pense.. ° - - 252,971 
Interest, rentals, and other fixed charges 390,628 403,617 559,481* 
233, 180T 


Dividends on guaranteed a wanes stock - 
Surplus or deficit (+ or —) 37,060 44,761 27,188 


Proportion of Compensation | ‘(Sertle- 
ment of ond Act, 1921. 7,701 
Brought forward . fee oe ile 37,060 
Carried forward ... = . ame 37,060 27,188 


* Including £165,350 provision step in¢ome tax. 
+ For years 1938, 1939, and 1940. 


As no further appeal was made by the Commissioner of 
Valuation from the judgment in favour of the company in 
the matter of its appeal against the valuation of railway 
hereditaments the amount of £252,971 recovered by the com- 
pany from certain local authorities in respect of rates overpaid 
has been brought into revenue for the year 1941. No refer- 
ence is made by the directors in the annual report to the recent 
changes made under Emergency Order in the directorate and 
management of the undertaking. 


E.P.T. Disabilities 

ue dangers and disabilities which are inherent in the 

levy of Excess Profits Tax at 100 per cent. have aroused 
comment and protest in all sections of industry. On more 
than one occasion in our columns attention has been drawn 
to some of the more patent disadvantages, not only to pro- 
prietors of companies, for indeed in present circumstances 
there would be few who would wish to obtain financial 
benefit from the abnormal conditions prevailing during the 
war, but to the maintenance of a healthy structure in the 
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industries themselves. Many component parts of the engi- 
neering industry are, perhaps, particularly affected by the 
incidence of Excess Profits Tax, for it is natural that in 
existing circumstances their works should be very fully 
engaged, that their essential equipment should be subject to 
great strain, and that it should be recognised as necessary 
that abnormal provision should be made for obsolescence 
and depreciation as a result of the extraordinary strain to 
which they are being put. Ordinary commercial wisdom 
would dictate that the managements should provide against 
the possibility of having to make important changes, and to 
meet a very different state of conditions from those now 
ruling, after the cessation of hostilities. 

The latest submissions to the Government by an organised 
body representing industry and commerce are contained in a 
letter to the Chancellor of the Exchequer by the Joint Com- 
mittee on Excess Profits Tax convened by the Association of 
British Chambers of Commerce. This committee draws 
attention to certain aspects of taxation where adjustments 
would benefit the national purse and distribute the weight 
of the burden with greater justice. The committee rightly 
stresses that the first essential is that direct encouragement 
should be given to reduce costs, and that the present vague 
and contingent promise of a postwar repayment of 20 per 
cent. E.P.T. bas failed to achieve this object. It is suggested 
that the repayment should be made a definite obligation 
either by defining the conditions now, or preferably by the 
issue Of a special type of security. It points out, too, that 
the provisions included in the Finance Act to treat borrowed 
moneys as capital, were primarily intended to assist and 
encourage expansion of business for war purposes. Evidence 
has accumulated that these provisions are onerous on con- 
cerns which have repaid borrowings as a result of thrifty 
management. It is urged that the inclusion of borrowed 
money in statutory capital does not in fact provide any real 
incentive to expansion of production. After disallowance of 

_the interest on the borrowings, and the payment of income 
tax, the net relief is altogether inadequate for the risks the 
trader incurs in expanding his business assets, quite apart 
from any additional liability to war damage contribution 
which may be involved. The restriction of repairs to build- 


THE RAILWAY GAZETTE 


March 13, 1942 


ings and plant, and the difficulty of replacing worn-out 
equipment, result in a temporary and artificial increase of 
taxable profits, but leave serious arrears of maintenance and 
renewals to be made good after the war. It is urged that the 
writing off of plant to residual value should be an allowable 
deduction in the year in which the plant is scrapped and 
that the existing condition of replacement should be 
abrogated. 

A further matter which is of great importance to engineer- 
ing companies the undertakings of which in many cases are 
now enemy targets, is the point made by the committee that 
traders who suffer destruction of assets from enemy action 
should not have their misfortune aggravated by consequent 
additional taxation. This is the effect of the exclusion 
from capital for E.P.T. purposes, not only of the destroyed 
assets but also the compensation under the War Damage 
Act. The problems of relief for terminal losses in respect of 
such matters as inflated stock values, forward commitments, 
reorganisation of equipment and staff for peacetime produc- 
tion, and arrears of repairs and renewals, were postponed 
last year until the position should become clearer. These 
form a vital aspect of postwar reconstruction which it is 
urged should be studied now in their relation to the general 
problem. The end of the last war found the country unpre- 
pared in this matter and much avoidable difficulty and dis- 
tress was caused by the unsatisfactory improvisations then 
adopted. It is one of the main functions of business manage- 
ment to seek out and eradicate waste and extravagance, 
and the surest way of securing this is to admit the incentive 
of reward which recognises efficiency and penalises ineffici- 
ency. A remission of taxation which would achieve this 
object would operate materially to close the inflationary gap. 
Another injurious aspect of Excess Profits Tax in its present 
form is the degree to which businesses engaged on war work 
are being driven to rely on outside finance because their own 
resources are depleted or exhausted. The committee feels it 
is urgently necessary that thése businesses should receive 
assurance that the Exchequer will not be indifferent to their 
difficulties in the complete revolution of their businesses 
which will have to be faced in the transition from wartime to 
peacetime production. 








PUBLICATIONS RECEIVED 


British Acetylene Association and Managing 
Director of the company responsible for the 
production of the book. 





The Blue Book, 1942: Electrical and 
Engineering Trades Directory.—Dia- 
mond Jubilee Edition. London: Benn 
Brothers Limited, Bouverie House, 154, 
Fleet Street, E.C.4. 94in. x Gin. ¥ 1} in. 
894 pp. Price 25s. net.—Special interest 
attaches to this year’s issue of our “ old 
familiar friend ’’ because it marks a Dia- 
mond Jubilee and incidentally conforms to 
the temporary restrictions of the paper 
control. Because of the latter its bulk has 
lessened, but nevertheless with nearly 900 
pages it bears resemblance only in its covers 
to the 1883 edition, which had little more 
than 100. Throughout these years the 
Blue Book has earned a reputation for 
accuracy and comprehensiveness within the 
limits of its industry, a reputation which 
the present edition will undoubtedly main- 
tain. The present manager and editor con- 
tributes a preface of considerable interest, 
tracing the process of growth and establish- 
ment, acknowledging the work and worth 


of his predecessors and—pleasing gesture— 


the devoted services of able assistants. 
Looking forward, he promises the same zeal 
and service to an industry grown beyond 
the dreams of the originators of the direc- 
tory, an industry of which the Blue Book 
has been all along a veritable epitome and 
remains an integral part. If circumstances 
have, in this edition, necessitated a process 
of selection, thought is already being taken 
to the reinstitution of a formerly appre- 
ciated section, that of biographies, and the 
selection has been so wisely ordered that 


few will find any lack of response to the 
queries to which this directory so admirably 
supplies the answers. 


Practical Handbook on Oxy Acety- 
lene Welding.—Suffolk Iron Foundry 
(1920) Limited, Stowmarket.. 7} in. x 
4j in. 174 pp. This publication is of 
handy size and well produced with a number 
of line drawings and half-tone illustrations 
which assist the reader in following the text 
matter, which deals with the welding of non- 
ferrous as well as ferrous materials. A 
special feature, and one that we think will 
be duly appreciated, is the inclusion of a 
series of ‘‘ questions and answers’”’ at the 
end of many of thechapters. These, though 
brief, are very much to the point and con- 
tain a great deal of useful information. 
Chapter XXXII has as its subject matter 
“Locomotive Repairs,” for which the 
publishers make acknowledgment to Messrs. 
A. H. Page and G. Foster of the L.M.S.R. 
This covers welding operations on piping 
and axleboxes; other chapters deal with 
motor-car repairs, wheel fabrications, the 
welding of galvanised iron, aluminium 
alloys, malleable iron castings, and numer- 
ous additional operations, all of which are 
lucidly treated without going into masses 
of detail that might confuse those less 
experienced in the art of welding. There 
are in all 49 chapters with an index, and 
their contents have been edited and 
brought up to date by Mr. L. Libbenham, 
M.I.Mech.E., a Past President of the 


Tests of Cylindrical Shells.—Uni- 
versity of Illinois Engineering Experiment 
Station Bulletin No. 331. By Wilbur M. 
Wilson and Emery D. Olson. Chicago: 
University of Illinois, Urbana. 132 pp. 
9in. x 6 in. Price $1.00.—A description 
of a series of tests carried out by the Uni- 
versity, in conjunction with the Chicago 
Bridge & Iron Company, to determine the 
action of thin cylindrical steel shells when 
subjected to axial compression, transverse 
shear, and flexure, either singly or in com- 
binations. The materials tested ranged 
from 4 in. dia. seamless steel tubing to 
shells of 30 in. dia. fabricated by welding 
from } in. steel plates. The apparatus 
used in the testing is fully illustrated. 


Analysis of Skew Slabs.— University of 
Illinois Engineering Experiment Station 
Bulletin No. 332. By Vernon P. Jensen. 
Chicago: University of Illinois, Urbana. 
112 pp. 9in. x 6in. Price $1.00.—This 
investigation, carried out by the University 
in collaboration with the Public Roads 
Administration of the Federal Works 
Agency and the Division of Highways of 
the State of Illinois, is a complex mathe- 
matical study of the physical properties 
of skew slabs, arising out of the increasing 
number of skew bridges now being built 
to carry the straightened modern high- 
ways. Tables of data are given for uni- 
formly loaded slabs having skews of 30, 
45, and 60 deg. respectively, and for more 
complicated bridge floor arrangements. 
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THE SCRAP HEAP 


TWO MEN IN A TRAIN 
Man in a corner (looking up from his 
newspaper)—‘“‘ We are not doing too badly.”’ 
Man opposite—‘‘ You speak English well 
for a Russian.’’"—From the ‘‘ Evening 
Standard.” 


* * + 
DARK DEED 
For a really black market commend me 
to the gang who stole from under a railway 
arch in South-East London a lorry contain- 
ing four tons of soot.—From “‘ The Liverpool 
Daily Post.” 


* * * 


Two of a group of four chimneys at the 
London Transport power station at Green- 
wich are only three-quarters of the height 
their designers wanted them to be. They 
were built 40 years ago. At the request of 
the Admiralty they were kept to 180 ft., 
as they are on the prime meridian of 
Greenwich and at any greater height might 
interfere with observations. 


*® * * 


Despite the fact that the railways have 
had to handle more goods traffic than ever 
before, and notwithstanding the importance 
of the many traffics entrusted to their care, 
who would have thought that every other 
day 16 trucks are despatched from King’s 
Cross containing manure and refuse from 
the London Zoo? On one occasion one of 
these trucks was found to be topped with a 
dead monkey and on another a peacock 
found its place of rest, with the result that 
all the shunters were going about their 
duties with colourful feathers in their caps. 
—Mr. L. H. K. Neil, London City Manager, 
L.N.E.R., at a London Rotary Club luncheon, 


March 3. 
* * * 


‘June 21, 1841.—With Reginald left 
Paddington Railroad Station at two, 
reached Chippenham at five. By Coach to 
Bath; a lovely evening. By railroad to 
Bristol where we arrived at eight. Drove 
to Bath Hotel, Clifton...” (This is 
Mantell’s first reference to railway travel.) 

** June 22, 1841.—Left Clifton at ten by 
omnibus for the railroad station, left 
Bristol at 4 past ten. Arrived at Bath in 
25 minutes. Went over the City: visited 
the Museum, Abbey, Hot Springs, Markets ; 
walked to the Circus, Crescent, and Vic- 
toria Park. Left Bath by Coach for 
Chippenham at 4 past two: a beautiful 
drive. Started from the railway station 
at four and arrived at the Faringdon Road 
station at five. Hired a single horse chaise 
and reached my Cousin’s at Faringdon soon 
after six. 

‘** June 23, 1841.—Rose at six and went 
to a quarry of the Coral Rag... . left 
Faringdon by omnibus at four, reached 
the station at five, and Paddington at a 
quarter past seven: Clapham by 4 past 
eight !”"—Extract from the 
Gideon Mantell, Surgeon and Geologist,” 
edited by E. Cecil Curwen. 

** July 5, 1841.—Monday.—To Brighton 
with my dear boy Reginald. A lovely 
afternoon. The first experimental trip on 
the Brighton railroad* passed us between 
Clayton and Patcham.’’—Evxtract from the 
‘* Journal of Gideon Mantell, Surgeon and 
Geologist,”’ edited by E. Cecil Curwen. 


* (The railway was officially opened the 
following September.] 
* aa * 
LINESIDE ALLOTMENTS 


L.M.S.R. employees cultivated 5,808,000 
sq. yd. of lineside allotments during 1941, 


‘** Journal of 


the highest total ever recorded on the 
system. The average size of the allotments 
is about 30 yd. long by 10 yd. wide, and the 
work involved is equal to cultivating a strip 
of land of sufficient width to take a double 
track railway from London to Dumfries, 
or a distance of about 330 miles. This area 
was cultivated by some 20,000 allotment- 
holders. 


* * * 


A lady I knew was related to the late 
Bishop of Landaff. She went to visit him 
and arrived at Cardiff Station. ‘‘ The 
Palace, Llandaff,’’ she said to the taxi 
driver. ‘‘ There’s no picture palace at 
Llandaff,’’ replied the taxi man. This 
reminds me of the story of the late Mrs. 
Creighton, wife of the Bishop of London. 
They lived in Peterborough for some years 
and whenever Mrs. Creighton arrived at 
the station she always said, ‘‘ The Palace,” 
to the cabman and was driven home. This 
became such a habit that soon after her 
arrival in London she arrived at Paddington 
Station and said ‘‘ The Palace.’’ She was 
driven to the Palace Theatre, Cambridge 
Circus. Those who knew Mrs. Creighton 
can imagine her indignation.—From the 
“* Southwark Diocesan Gazette.” 


* * * 


THE LORD MAYOR’S “‘ CARRIAGE ”’ 

Sir John Laurie, Lord Mayor of London, 
on March 3, told motorists summoned at 
the Mansion House Court for causing 
obstruction by leaving their cars in the City 
that he did not use his car these days, but 
travelled by bus or underground railway. 
Sir John frequently travels to and from 
official engagements in this manner with 
his private secretary, and on one day 
recently was reported to have covered 
twelve engagements in this way. In an 
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interview with The Daily Mail Sir John is 
reported to have said that he is anxious to 
do all he can to help save petrol; the only 
time he uses his car in London is for State 
occasions such as the Common Council 
aldermen’s.meetings, and so forth, when a 
Lord Mayor cannot very well travel in 
buses or tubes with his robes and mace. 
For this purpose he uses a small car, and 
keeps his large peacetime car at his home 


in Kent. His petrol coupons are fre- 
quently returned unused. 
* * * 


HE FORGOT 

He brushed his teeth twice a day with a 
nationally advertised tooth brush. 

The doctor examined him twice a year. 

He wore rubbers when it rained. 

He slept with the windows open. 

He stuck to a diet with plenty of fresh 
vegetables. 

He relinquished his tonsils and traded in 
several worn-out glands. 

He golfed, but never more than 18 holes. 

He never smoked, drank, or lost his 
temper. 

He did his daily dozen daily. 

He got at least eight hours sleep each 
night. 

The funeral will be held next Wednesday. 
He is survived by eighteen specialists, four 
health institutes, six gymnasiums, and 
numerous manufacturers of health foods 
and antiseptics. 

He had forgotten about trains at level 
crossings.—From ‘‘ Railroad Data.” 

* * * 


A correspondent suggests that the 
caption to the map at page 330 of our last 
week’s issue (‘‘ Sketch map of the transport 
links between India, Burma, and China) 
would have been more appropriate had it 
referred to the missing links in transport 
between those countries. 
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“Aye, Sir; there’s always this rush to get home before the rush-hour.” 


[Reproduced by permission of the proprietors of ‘‘ Punch” 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


INDIA 


Defence Exhibition Train’s Tour 


The itinerary arranged for the tour of this 
train [which was illustrated on pages 276-7 
of our issue of February 20 last—Eb., R.G.] 
includes Peshawar, Multan, Karachi, Delhi, 
Bombay, Madras, Cochin, Mangalore, Nag- 
pur, Bhopal, Calcutta, Puri, Cuttack, 
Nellore, the E.B.R. system, Bihar, and the 
United Provinces cities. The tour will 
take nearly seven months, during which 
15,000 miles will have been covered by 
May next, and stops will be made at nearly 
200 stations, including small wayside sta- 
tions, so as to permit of inhabitants of 
more remote villages seeing what Indian 
sailors, soldiers and airmen are doing in the 
war. 

The train has been built in record time ; 
men in the N.W.R. shops have worked in 
shifts night and day, and yet no pains 
have been spared to make it thoroughly 
attractive. 





Detailed Description of the Train 

The following is a detailed description of 
the train from front to rear. Next to the 
engine there is :— 


A charging van, which supplies the train with 
electricity. 

Exhibition coach No. 1 contains exhibits of the 
Royal Indian Navy, including a working model of a 
ship launched and built in India, ammunition, diving 
apparatus, depth charges, and specimens of equipment 
and war material in use in the R.I.N. These will be 
explained to the public by personnel of the R.I.N., 
who are supplying a crew. 

Exhibition coaches -Nos. 2 and 3 contain exhibits 
shown by the Master General of Ordnance, all made in 
India, These include a model showing different kinds 
of motor transport, cutaway specimens of motorcar 
engines, rifle and gun ammunition throughout all 
stages of manufacture, and types of arms, such as the 
Bren gun, tommy gun, 2-in. and 3-in, mortars. 

Exhibition coach No, 4 contains exhibits by the 
Royal Corps of Signals and the Indian Medical Service. 
The former include one-man wireless sets, radio tele- 
graphy, and signal equipment. The medical service 
shows the stages through which a casualty passes on 
his way to hospital, medical appliances, and so forth. 

Exhibition coach No. 5 contains exhibits by the Indian 
Air Force and the Quartermaster General in India. 
The former include models of aircraft, engines, bombs 
and night-flying equipment. The Q.M.G’s exhibits 
include samples of peace scale rations and field service 
scale rations issued to Indian troops. Also medals 
which are awarded for bravery in the field. 

Exhibition coach No. 6 contains a model of the 
Battle of Keren, which will be explained by a Viceroy’s 
commissioned officer of the sappers and miners, who 
was present at the battle. 

Military coaches (2).—Next in order come two 
military coaches in which members of the train crew 
travel, Also one first, second, and inter-class com- 
posite coach, followed by a canteen car, which contains 
the officers’ mess. 

N.W.R. technical recruiting coach, manned by rail- 
way personnel for recruiting for the railway service. 

The first flat truck carries a 4-in. naval gun with 
which the R.I.N. crew will give a demonstration of 
gun drill, followed by the firing of one round of blank 
ammunition, } 

The second flat truck carries the fuselage of an 
aeroplane, which will be explained by the Indian Air 
Force crew. 

The third flat truck carries a workshop lorry operated 
by men of the Indian Army Ordnance Corps, This 
lorry effects running repairs and maintenance of all 
other vehicles carried on the train, in addition to 
charging their batteries. 

The fourth flat truck carries a cinema lorry and 
trailer manned again by men of the I.A.0.C, Cinema 
performances will be held from 6,30 p.m. until 9.30 
p.m, Indian music and news will be broadcast, 

The fifth flat truck carries a 30-cwt. lorry which will 
be taken off the train, dismantled in the arena and 
driven off again after being re-assembled. This 
demonstration is by the men of the I.A.0.C, 

The sixth flat truck carries an armoured carrier which 
will be taken off the train and demonstrated to the 
public, 

The seventh flat truck carries a 25-pdr. howitzer 
and a 3-7-in. howitzer. These will also be taken off 
the train and demonstrated, and blank ammunition 
will be fired, 

The eighth flat truck carries a light tank of the latest 
pattern, which will be demonstrated to the public, 
from whom selected members will be taken for a ride. 

Brake, luggage, and third class coaches complete 
the train. 


The crew of the train, which numbers 
nearly two hundred, is as far as possible 
drawn from men enlisted from those parts 
in which the train is demonstrating. 


SOUTH AFRICA 


Heavier Rails 

Considerable progress has been made in 
replacing the old 80 Ib. per yd. flat bottom 
rail section with the heavier 96 lb. section, 
and the radius of action of the larger loco- 
motives with axle-loads up to 22 tons is 
being increased in this way. The Natal 
main line has been relaid entirely, and 
except for a few isolated stretches of 85 Ib. 
rail, the main line between Cape Town 
and Johannesburg and the main lines in the 
Transvaal have been brought up to the 
new standard. Work on the Cape Eastern 
and Cape Midland lines from East London 
and Port Elizabeth respectively is well 
forward, and is approaching completion 
on the Orange Free State main line. A rail 
length of 40 ft. is still standard, but recently 
the policy of welding three 40-ft. rails into 
continuous 120 ft. lengths has been deve- 
loped in Natal, and is being extended to 
the Transvaal, the Cape Western, and other 
areas. Welding depots have been estab- 
lished at Danskraal in Natal and Elands- 
fontein in the Transvaal, and but for the 
difficulty of obtaining the necessary equip- 
ment in wartime their number would have 
been increased. 


New Works 

Work on the new line connecting Her- 
cules, on the Pretoria-Pietersburg line, with 
Koedoespoort, on the Pretoria-Rayton 
section, is now sufficiently advanced for the 
signalling to be installed. This line, 
estimated to cost £215,500, is 7 miles long 
and forms part of a general scheme of 
improvement in the Pretoria area, where 
traffic recently has greatly increased. It 
will relieve the main line of heavy freight 
traffic between Koedoespoort and Pretoria, 
and will also give access to the new marshal- 
ling yard and locomotive depot now under 
construction at Capital Park. A much 
bigger scheme is the regrading and realign- 
ment of the Cape Eastern main line, on 
which all but {2,000,000 is being spent. 
Delay has been caused by the calling up of 
men for the defence forces, and the failure 
of certain contractors, but all bridges and 
culverts have been completed on the 
Egerton-Blaney section, as well as most of 
the earthworks, and some of the deviations, 
such as that between 18} and 21} miles, 
with the crossing loop at Fort Jackson, have 
been brought into use. The Blaney- 
Amabele section is well in hand, and the 
bridge over the Toise river has also been 
erected. All the new work between Imvani 
and Queenstown is complete and in use. 
At Germiston, on the Rand, where £697,000 
is being spent on marshalling yard altera- 
tions, the up yard has been brought into 
use. 


War Services Union 


An outcome of the war has been the 
formation of the South African Railways & 
Harbours War Services Union, membership 
of which is open to all servants of the 
S.A.R. & H. serving in the present war, or 
pensioners or present employees who have 
previously served with military or Burger 
forces. The purposes of the union are to 
protect the interests of its members as to 
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conditions during and after military service ; 
wives, families, and dependents; pensions ; 
gifts and comforts; and general welfare, 
including the building up of social and wel- 
fare groups. An annual membership sub- 
scription of 5s. has been fixed, but those of 
the staff now on active service outside the 
union are being granted honorary member- 
ship till they return. Brigadier C. M. Hoffe, 
General Manager of the S.A.R. & H., is 
President of the. provisional central com- 
mittee. 


UNITED STATES 


New Railway Headquarters 
On New Year’s Day, 1942, the executive 
and general offices of the Western Pacific 
RR. were installed in new and more spacious 
quarters at the Western Pacific Building, 
526, Mission Street, San Francisco, in place 
of the previous offices in the Mills building. 
Two days later the Eastern Region head- 
quarters in Philadelphia of the Pennsyl- 
vania RR., previously located in the old 
Broad Street terminus since 1894, trans- 
ferred to new accommodation in the 
Pennsylvania 30th Street Station. The 
office buildings at Broad Street have been 

turned over to defence organisations. 


Seat Reservation 

A move has been made by the railways 
to restrict the advance reservation of places 
in the principal long distance trains. As is 
generally known, seat, berth or room 
reservation on trains in the United States 
is the customary practice of all long-distance 
travellers, and an abuse of the principle has 
been reservation of places without payment 
in advance of fares, the persons concerned 
then failing to make their appearance, with 
the result that, failing last-minute applica- 
tions for seats, space in the trains may be 
wasted. In present intensive train occu- 
pancy conditions, this arrangement can no 
longer be tolerated. In New York, the 
New York, New Haven & Hartford, Balti- 
more & Ohio, and Seaboard Air Line com- 
panies now will hold space that has not been 
paid for reserved only until 24 hr. before 
starting time; as to the traffic to Florida, 
which is at its busiest in midwinter, the 
Pennsylvania requires passengers in the 
New York metropolitan area to pay their 
full fares not later than 7 p.m. on the first 
business day after reservation has been 
made, or, if they live outside the New York 
area, 7 p.m. on the third business day after 
reservation, or the places will not be held. 


The T.P. & W. Strike 


The Toledo, Peoria & Western RR., on 
which, as reported in our March 6 issue, a 
strike of employees began on December 28, 
is still able to operate a limited local service 
of trains. There has been a good deal of 
interference by strikers, including the 
greasing of rails on gradients, tampering 
with switches and signal lights, throwing of 
stones and rocks to smash engine headlights 
and cab and caboose windows, and, worse, 
the stoning of engine crews and the throw- 
ing of bottles of petrol and benzine into 
engine cabs in attempts to burn the engine- 
men. Arrests have been made of strikers 
responsible for these acts of violence. 


BRAZIL 


Rolling Stock from U.S.A. 

The Brazilian Mixed Railroad Commis- 
sion has purchased in the United States 
4 service locomotives, 90 goods wagons, 
and 23,300 tons of steel rails at a total 
cost of 40,000,000 milreis (about $2,050,000 
at the free rate of exchange). At the end 
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of December this material was in New 
York ready for shipment. The rolling stock 
is to be delivered in Corumba by steamer 
and assembled at the shops in Ladario. 


Progress of New Line 

It is expected that the construction of 
the railway which will ultimately connect 
Rio de Janeiro with La Paz, Bolivia, will 
be completed by the end of 1944. Railway 
equipment purchased in the United States 
will be used for this line. At the end of 
August last, 81 km. (50 miles) of the line 
had been finished, and 400 km. (249 miles) 
graded, out of a total of 644 km. (400 


miles). 
ARGENTINA 


National Transport Coordination Law 

Due to the virtual failure of this law to 
achieve the objects with which it was 
passed by Congress in 1937, the Argentine 
Government has appointed an advisory 
committee to study the question with a 
view to proposing such amendments as may 
be deemed advisable to make the scheme 
workable. The committee must complete 
its enquiries and submit its report within 
three months, after which whatever legis- 
lative changes it proposes will be submitted 
to Congress by the Ministry of Public Works. 


B.A.G.S.R. Wins Protracted 
- Lawsuit 

A lawsuit which has been in progress 
between the Argentine Government and the 
above railway for 43 years, and which has 
been referred to on previous occasions in 
these columns, has at last been finally 
settled in favour of the railway company. 
The Government has been ordered by the 
National Supreme Court to pay 1,500,000 
pesos as compensation for the removal of 
the company’s tracks which, before the 
year 1897, ran from the old Central Station 
for some distance through the City of 
Buenos Aires. The sum originally claimed 
by the company was 16,218,684 pesos. 
The lower court fixed the amount at 
1,600,000 pesos, but this was reduced by 
the Federal Court of Appeal to 100,000 
pesos. The Supreme Court has now fixed 
the compensation at 1,500,000 pesos. 


Gross Railway Revenue, 1941 

According to the figures published by 
the Swuplemento Estadistico of the Central 
Bank of Argentina, the gross railway 
revenue in 1941 totalled 510,717,000 pesos, 
of which 407,322,000 pesos was in respect 
of the working of the privately-owned lines 
and 103,395,000 pesos of the State railways. 
These figures compare favourably, on the 
whole, with those for the four previous 
years, as shown in the appended table :— 


Private State 
Years lines lines Total 
(pesos) (pesos) (pesos) 
. ... 439,941,000 84,583,000 524,524,000 
... 377,134,000 85,186,000 462,320,000 


1939 |... —...  399,2315000 91,560,000 490,791,000 
1940 <.. |. 354'921'000  97'347,000 452,268,000 


Wage Retentions to be Returned 

By a decree issued by the Argentine 
Ministry of Public Works, sums to a total 
of 1,200,000 pesos are to be returned by 
various railways to their respective staffs 
in respect of salary and wage retentions 
made under the provisions of the Presi- 
dential Award of 1934. The largest sum is 
that of the B.A.P.R., which is required to 
refund 731,000 pesos in respect of the 
February salaries ; this is 80-7 per cent. of 
the sums retained during the 1940-41 
financial year. The reimbursements to be 
made by the other companies affected by 
the decree are as follow :—B.A.G.S.R. : 
246,330 pesos, equal to 25 per cent. of 
985,321 pesos deducted during the first 
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quarter of 1941-42; B.A.W.R.: 211,643 
pesos, or 50 per cent. of 423,286 pesos 
deducted during the same period. Santa Fé 
Provincial: 87,601 pesos, or 75 per cent. 
of 116,801 pesos retained. hs 


Higher Railway Remittances 

The British-owned Argentine railways 
have been authorised by the Government 
to remit a total of £4,340,000 sterling at 
the special rate of 16 pesos to the pound 
for their financial services during 1941. 
This sum is considerably higher than that 
for 1940, when the amount remitted was 
only £2,386,600. The companies had been 
authorised by the Argentine Government 
to remit a sum equal to that for 1940, 
but the railways pointed out that the total 
corresponding to that year was consider- 
ably lower than the authorised amount, 
which was £4,922,000. This year, due to 
the improvement in the receipts, the rail- 
ways were able to increase their remit- 
tances to £4,340,000, which is approxi- 
mately the average for the 1936-40 period. 
The Government was asked for the necessary 
authorisation, which has now been granted. 


Grain traffic returns 

According to the returns issued by the 
National Grain Board, the total tonnage of 
cereals and linseed carried by the Argentine 
railways during the year 1940 was 7,633,035 
tons, the freight on which amounted to 
$51,278,661, giving an average rate of 
$6-72 per ton. The figures relating to the 
three principal crops are as follow :— 

Wheat: 3,457,116 tons. Average rate 
$6-24 a ton. Average distance travelled, 
173 kms., as compared with 202 kms. in 
1939. 

Maize: 1,832,951 tons. Average freight 
$6-37 a ton. Average distance trans- 
ported, 210 kms., an increase as compared 
with the previous year of 44 per cent. 

Linseed : 501,187 tons. Average freight 
$8-14aton. Average distance, 182 kms. 

The incidence of railway freights on 
grain prices at the ports of embarkation 
was: wheat 8-2 per cent. ; maize 16-3 per 
cent., and linseed 6-3 per cent. 


International Service to Chile 

During the summer tourist season, 
which commenced from December 14, the 
above service has been augmented to three 
trains a week in each direction, running in 
combination with the C.I.T.A. motor-car 
service between Mendoza and Punta de 
Vacas. The trains leave the B.A.P. 
terminus at Buenos Aires on Sundays, 
Tuesdays, and Fridays; the international 
combination arrives at Valparaiso and 
Santiago shortly before midnight on the 
following days. The return service leaves 
Valparaiso and Santiago at 8 p.m. on the 
same days. After April 17, 1942, the service 
will be reduced to one train a week in each 
direction, which will leave Buenos Aires 
and Valparaiso or Santiago on Tuesdays. 


Proposed Parana-Santa Fé Tunnel 

A committee has been appointed by the 
Argentine Government to study the possi- 
bility of constructing a tunnel or bridge 
between the above cities, to connect the 
riverain provinces of Entre Rios and Corri- 
entes by rail and road with the rest of the 
country. At present traffic is carried by 
steamers and ferries. 


Institution Meetings 

The annual general meeting of the River 
Plate branch of the Institution of Mechani- 
cal Engineers was held in Buenos Aires on 
November 13, with Mr. T. B. Glover in the 
chair. The report of the education sub- 
committee was read by Mr. W. F. Nixon, 
and the prize for the best student’s paper 
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submitted during the year awarded to Mr, 
A. Eastwood. 

The annual general meeting of the 
Argentine & River Plate Centre of the 
Institute of Transport was held in Buenos 
Aires on November 25. Mr. T. C. S. 
Haslam, who presided, reviewed the 
branch’s work during the year, and men- 
tioned that the number of members on the 
roll was 213. The Chairman announced 
with regret that one of their two Vice- 
Chairmen, Major O. Loewenthal, and a 
committee member, Mr. T. B. Stewart, had 
resigned, because of increasing demands on 
their time. The annual general meeting 
of the Argentine branch of the Institution 
of Electrical Engineers was held at the 
English Club, Buenos Aires, on December 1, 
Mr. K. N. Eckhard presided. The report 
showed that the number of members on the 
roll"was 53, several of whom had left during 
the year to join H.M. Forces. 

The fourteenth annual general meeting of 
the Buenos Aires Association of the Institu- 
tion of Civil Engineers was held on Decem- 
ber 11. Mr. T. C.S. Haslam, who presided, 
reviewed the work of the past session, during 
which several interesting meetings had been 


held. 
SWEDEN 


Automatic Train Control 

Automatic electric train control is to be 
introduced on the main lines of the Swedish 
State Railways. The first experimental 
outfits both for the permanent way and for 
the electric locomotives, manufactured in 
Switzerland, are on their way to Sweden, 
and will be ready for operation by the 
summer. After considering the various 
systems of automatic electric train control 
in use in the United Kingdom, the U.S.A., 
France, Switzerland, and Germany, the 
Swedish State Railways have adopted the 
Swiss type (Signum)—described in THE 
RatLway GAZETTE for February 16, 1934, 
page 269—partly because. of climatic con- 
ditions under which it works in Switzerland 
are similar to those obtaining in Sweden, 
where the abundant snow and ice-formation 
in winter does not favour the use of equip- 
ment entailing mechanical contacts for the 
transmission of the signals from the per- 
manent way to the driver’s cab. The 
Swiss apparatus has already been applied 
to single-phase locomotives. The system 
selected is based on the transference of 
signals from the apparatus situated at cer- 
tain points along the permanent way to the 
locomotive by way of electric impulses 
without the necessity of any mechanical 
contact. The advantage of the automatic 
electric train control is obvious, especially 
in countries where fogs occur frequently. 


GERMANY 


Innsbruck Local Lines 

The Innsbruck Town Council has taken 
over, from the beginning of the year, the 
light railway from Innsbruck to Fulpmes, 
10 km. (6 miles) in length. This follows the 
incorporation, 3 years ago, of two other 
light railways, namely, Innsbruck to Hall, 
and Innsbruck to Igls. All these lines are 
electrified, and the town council now 
operates all the local lines in the district, 
parts of which also carry goods traffic. 


PERSIA 


A Private Railway 

The equipment of the Teheran-Shar 
Abdul Azim Railway (Société Anonyme de 
Chemins de Fer et Tramways en Iran) 
consists of the following: 5 locomotives, 
28 passenger cars, and 7 goods wagons. 
This line is only 6 miles in length and is of 
narrow gauge. 
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REPAIRING BOMB DAMAGE AT THE BANK STATION 


A description of the damage caused by a bomb at the Bank Station and of the methods adopted 
to effect temporary repairs which were remarkable for the speed with which they were effected 


OST London readers will remember that during a night 
raid on London just over a year ago a bomb fell on 
the Bank Station of the London Passenger Transport 

Board causing. a great cavity in the roadway which was 


subsequently bridged over to enable road traffic to be. 


resumed. 

Actually, it was in the evening on January 11, 1941, that a 
large bomb struck the roadway, pierced the troughing carry- 
ing it, and probably exploded on the concrete floor of the 
upper escalator machine chamber, near the top of the inclined 
tunnel. This machine chamber is situated below the ticket 
hall floor which is immediately under the junction of streets 
at this point. It may be noted that a subway surrounds the 
booking hall and from this escalators lead down to the tube 
line platforms; also that this roadway junction is enclosed on 
three sides by the Bank of England, the Royal Exchange, 
and Mansion House. 

Results of the Explosion 

As a result of the explosion, the troughing carrying the 
roadway was demolished and the street collapsed over a 
length of some 120 ft. and for a width of about 100 ft., so 
that all traffic at this very busy road centre was completely 
stopped. The’ booking hall receiving the direct hit ceased 
to exist, and the three escalators side by side in the escalator 
tunnel leading from the Threadneedle Street end of the 
booking hall to the Central Line platforms were entirely 
wrecked. It is remarkable, however, that the surrounding 
buildings received little or no damage, and only a few 
windows were broken. Also that, although a large sewer runs 
across directly under the booking hall, and there is another 
nearby and a pipe subway carrying several large water mains 
running round the booking hall at no great depth, none of 
these was damaged. 

Other damage was caused in three disused lift shafts which 
had been floored over at booking hall level; some 8-10 tons 
of debris fell into one of these. The electric lighting instal- 
lation was damaged and all telephonic connection was inter- 
rupted. 

Shelterers and passengers from the Central Line platforms 
were able to find their way out to street level by a stairway 
and interchange passage leading to the Northern Line plat- 
forms, whence the lifts were undamaged. There was no 
panic, and station staff, shelterers, and passengers alike 
behaved with exemplary calmness, promptitude, and 
courage. Rescue squads were on the spot within 20 minutes. 

Repair Measures 

Early on the morning of January 12, a Sunday, 170 men 
with cranes and air-compressor sets were at work clearing 
the debris, and at 10.30 a.m. on that day the assistance of 
the Royal Engineers was asked for. It is significant that by 
noon there were 40 sappers, 260 pioneers, 5 cranes, 25 lorries, 
1 D8 bulldozer, compressors, and oxy-acetylene cutters 
busily employed in breaking up and clearing away the wreck- 
age. During the following 13 working days, some 2,700 tons 
of concrete, 225 tons of steel troughing, and 131 tons of 
girders were hauled out of the crater and taken away. 

Here as elsewhere at bomb damage, New Zealand timber 
jacks were used with great success for raising great blocks of 
concrete rapidly, so as to enable a chain to be passed round 
them for lifting clear. Additional plant, including more 
compressors, was subsequently brought into use, and the 
work of all the men employed, both. civil and military, is 
highly praised. After clearing up generally, the main 
task was to prepare the booking hall floor level for timber 
trestle supports to carry a temporary roadway bridge to span 
the great cavity. 


The Temporary Bridge 
This bridge was erected as a temporary measure to carry 
traffic across the crater from Queen Victoria Street and 
Poultry to Cornhill, and concurrently an 18-in. brick wall 
was built round the chasm so that a strip of roadway at least 


20 ft. wide could be permanently constructed to enable 
roundabout traffic to circulate, the wall carrying the crater 
extremity of this roadway, as presently to be described. 
The gap to be bridged was 156 ft. clear, and only one 
intermediate pier could be erected about one-third of the 
way across the gap, owing to the position of lift and esca- 
lator shafts. The bridge had to carry strings of 12}-ton buses,. 
and in order to provide adequate headway without excessive 
approach ramps, and at the same time allow of rapid erec- 
tion, a four-girder two-span box-girder bridge of the military 
type was used. Its total length was 164 ft., the spans being 
50 ft. 6 in. and 113 ft. 6 in. long, and the pier was a stan- 
dard R.E. light-railway unit trestle. 


Method of Girder Launching 
Assembly and launching could not be carried out accord- 
ing to regular field practice due to lack of reliable anchor- 
ages and suitable cranes. So the short span girders were 
lifted bodily by crane and placed in position, and the 113-ft. 
span girders were first pushed by man-power and the bull- 


. dozer up to the edge of the gap and launched by the hauling 


and preventer tackle method. A crane with a 35-ft. jib 
working at 10-ft. radius was stationed on the short span over 
the pier for hauling, and to assure its not overturning, its 
jib was anchored to a piece of heavy plant in rear. Preventer 
equipment was provided by the dead weight of a caterpillar 
crane in place of the usual anchorages, this crane standing 
100 ft. back from the launching rollers and in line with the 
bridge. Two girders were first launched in this way and the 
other two were rolled out on top of the first pair in the usual 
manner. The decking was finally completed, the ramps 
metalled and surfaced with macadam, and the whole job 
from the bedding of the trestle to the painting of the ribands 
was finished within 44 days. The bridge was in use for seven 
weeks, and during that time carried some 39,500 buses and 
158,000 other vehicles. 


Construction of the Circular Roadway 

During the construction of the bridge and completion of 
the clearing of the debris, work went ahead with the build- 
ing of the previously-mentioned brick wall, 20. ft. from the 
edge of the crater and founded on the 4-ft. step-down in the 
Bank Station booking hall floor. The gap between the edge 
of the crater and the wall was then spanned with serviceable 
steel troughing that had been salvaged; concrete filling and 
macadam surfacing completed the circular roadway. This 
work was done in sections, that from Queen Victoria Street 
to King William Street being opened for traffic within seven 
days of the opening of the bridge. With the completion of 
the remaining sections, sufficient traffic was able to flow 
round the perimeter of the crater to allow of the dismantling 
of the bridge. Along the front of the Bank of England, 
however, the wall had to be within 15 ft. of the wall of the 
bank, and, to obtain a 20-ft. roadway, the troughing was 
replaced by rolled steel joists and a concrete raft, five feet 
of which were cantilevered cut beyond the supporting wall, 
the other end being anchored into the outer wall of the 
subway just in front of the Bank building. 

The complete removal of the bridge and its ramped 
approaches was accomplished in a period of 10 hr., and at 
this stage the troops were withdrawn. 

Meanwhile, passimeter booking arrangements were also in- 
stalled under the supervision of London Transport engineers 
at the top of the Central Line escalator tunnel, a wide two- 
way timber staircase was first constructed on one side of the 
escalator tunnel and followed later by an ascending esca- 
lator which was installed on the other side. The lower 
station, at platform level, was practically unaffected, and 
this part of the station continued in service, but, before 
the reopening of the above passenger facilities, the adjacent 
Northern Line upper station and lifts were used, passengers 
to the Central Line platforms utilising the existing inter- 
change passage at platform level. 
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Left: Bank Station, L.P.T.B., 
showing sub-surface damage by a 
high-explosive bomb on January 11, 
1941, It will be seen that the 
entire roof of the booking hall and 
circulating area, which formed the 
roadway, had collapsed 


Right : Clearance work in progress 


on January 14, 1941, at the Bank 
Station, London Transport 


Left: Bank Station, ..L.P.T.B. ; 
view up the escalator shaft 
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Bank Station, L.P.T.B., taken a fortnight after receiving bomb damage, showing progress in the erection 
of a temporary bridge by the Royal Engineers 
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THE DRAGLINE EXCAVATOR* 





March 13. 1949 


A general description of this useful machine, and some 
notes on its various types, sizes, and applications 


NE of the principal advantages of a dragline excavator, 
O as compared with the power shovel, is that it stands 
on the surface of the ground and digs below its own 
level instead of above it, an advantage which greatly widens 
its scope of usefulness. Its boom has, however, to be much 
longer than that of the shovel and its stability must be 
much more carefully considered. The working load, namely 
the weight of the bucket and its contents, of a dragline 
should not exceed two-thirds of the overturning load. The 
length of the boom can be varied, and the working radius 
can be altered by means of the boom-hoist gear, but adequate 
counterweight has to be provided to obtain corresponding 
stability. 
The Bucket 
The usefulness and adaptability of the dragline have been 
extended considerably of recent years. Some of the newer 
uses are for stripping and digging clay in brickworks, in 
open-cast mineral mines and quarries, and in alluvial mineral 





The standard bucket 


deposits. Its digging efficiency depends largely on the design 
of the bucket, including the position of the teeth and cutting 
lip relative to the digging pull, the cutting width of the 
bucket compared with its capacity and length, the correct 
shape of the back, the balance of the bucket to obtain clean 
dumping, and its strength to resist digging stresses and mal- 
treatment in ‘‘ throwing.’’ Welded construction and a 
stiffened comparatively light plate body, protected by 
square-section rubbing pieces welded to its under side, ensure 
the best results. Thrée weights of bucket are standardised, 
ultra-light, light, and heavy, and there are many advan 
tages in being able to choose any of these for particular work. 


The Boom 


In the boom, a combination of strength and lightness is 
all-important, and this is secured to a large extent by welded 
construction. Longer booms and more efficient buckets have 
combined more than to double practical digging depths in 
recent years; the maximum digging depth is now dependent 
mainly upon the hardness of the material to be dug and its 
angle of repose (see diagram). As an extreme case, a 
14-cu. yd. bucket and 70-ft. boom machine has excavated 
clay to a depth of 100 ft. The digging radius is also depen- 
dent on the boom length, and the length of throw beyond 
the boom-head may easily be 30 per cent. greater than the 
boom-head radius. 

A valuable feature of the modern dragline is the provision 
of interchangeable drum laggings of different diameters, by 





* Abstract of a paper entitled ‘“‘ The Dragline Excavator,’’ read by Mr. William 
Barnes, M.I.Mech.E., before the Institution of Civil Engineers during the 1939-40 
session. Journal Inst. C.E. vol. 14 (1939-40), p. 8 (March, 1940) 





means of which the digging pulls and speeds and also the 
hoisting speeds can be altered to suit different digging con- 
ditions. For hard digging a smaller drum and lower speeds 
are necessary than for easier material, for which a larger 
drum and greater digging speed may be used. 


Power 


Internal-combustion engines and electric motors have now 
almost entirely replaced steam power. Not only are their 
availability and convenience greater, but larger outputs are 
attainable with them than with steam. Diesel or petrol 
engines must be used for machines that have to be moved 
about over considerable distances; but where the movement 
is only local, electricity can most conveniently be used. For 
draglines with up to 2- or 24-cu. yd. buckets, continuously- 
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Digging depths and working ranges 


running oil engines or motors, driving the various motions 
through friction clutches, are generally favoured, and nowa- 
days 95 per cent. of the draglines are clutch-operated. On 
the larger machines, where this is impracticable, the Ward- 
Leonard electric control is used. There is a tendency con- 
stantly to increase digging power and speed by installing 
larger power units per cu. yd. of bucket capacity, and the 
horsepower now ranges from 70 to 90 per cu. yd. 
Caterpillar and ‘‘ Walking ’’ Traction 
Though 25 to 35 per cent. more expensive than rail-wheel 


excavators, those on caterpillar tracks are very much more 
useful. The usual bearing pressure between caterpillar tracks 
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on its circular base 


ind the ground varies between 10 and 15 lb. to the sq. in., 
but specially large tracks are fitted for work on soft ground, 
the pressure thus being reduced to 7-10 Ib. to the sq. in. 
With a power shovel the length of the caterpillar tracks is 
limited by the necessity for working clearance round the 
nachine, but the dragline is not subject to this disadvan 
limitation. 

fhe problem of weight and bearing pressure in very large 
lraglines has been solved by the introduction of the “‘ walk- 
ng traction ’’ device. The design of the ‘‘ walking ’’ drag- 
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4 walking dragline at work, with shoes raised and “ sitting ~ 
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line is such that when the machine is working, its super- 
structure revolves on a large circular base, which “ sits ”’ 
on the ground, taking the whole weight. The diameters of 
these bases vary from 18 ft. to 36 ft., according to the size 
of the machine, and insure bearing pressures of only 5-9 Ib 
to the sq. in. On each side of the revolving frame is a 
large shoe or raft, which, when digging is in progress, is 
lifted well clear of the ground. To move the dragline, how- 
ever, the ‘‘ walking ’’ machinery is brought into action, and 
both shoes are simultaneously lowered on to the ground until 
they take the whole weight of the machine. As this action 
continues, the whole excavator except the shoes is first 
lifted and tilted, and then moved forward 6 ft. or 7 ft., the 
rear portion of the machine meanwhile trailing on the ground. 
The tilting motion breaks the suction under the base on 
soft ground, and the great advantage of the device is that 
the machine can ‘‘ walk ’’ in any direction by slewing the 
superstructure into that direction. 

On the Lloyd or Sukkur Barrage project in Sind, India, 
the largest irrigation job ever undertaken, no fewer than 46 
draglines were used. Nine of these were steam 300-ton 
machines with buckets having a capacity of 10 cu. yd. and 
100-ft. booms; the latter were extensible to 145 ft. for use 
with 6-cu. yd. buckets. Most of the smaller and all the later 
draglines supplied for this work were, however, diesel or 
diesel-electric machines. 


Uses of the Dragline 
Other works upon which draglines have been successfully 
used include large drainage works in Great Britain, the 
Zuider Zee reclamation in Holland, the construction of the 
Albert canal in Belgium, and levees on the Mississippi river, 





Above: 


A walking dragline on the move. 
The walking shoes are hard down on the 


oe 


ground and the machine is just “ stepping 

back.” The circular base is raised from the 

ground and tilted along with the body of the 
machine 


Left: Sketch showing the walking 
mechanism, which, as seen, is based on the 
eccentric principle 
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the All-American canal, and many other undertakings in the 
United States and elsewhere, such as coal-stripping and 
stripping ironstone, and gold-mining. Draglines are also 
being increasingly used, in preference to shovels, for exca- 
vating railway cuttings in not-too-rocky soil. Their advan- 
tages are that they can be kept out of the bottom, and it is 
easier to lay and maintain the track for the dump wagons if 
these are required to take the material away; alternatively, 
if the material can be dumped on the surface beside the 








The largest dragline in the world, weighing about 1,000 tons and fitted with a 200-ft. boom and 
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type, its bearing area is either 1,590 or 384 sq. ft. accord. 
ingly. Its capacity varies from 350 to 650 cu. yd. an hour 
depending upon the material and working conditions. 


Working costs of dragline excavators vary very much 
according to the type of work and the soil being excavated. 
Statistics compiled under difficult working conditions jp 


India give a cost of 1-2d. per cu. yd. for diesel-electric 
draglines working on an irrigation scheme, and of up to 
3-5d. per cu. yd. for large steam draglines (these costs 





15-cu. yd. bucket 


cutting the draglines can do this direct. They can also cut 
the slopes more efficiently and cheaply than a shovel. 


The Dragveyor 

A development of the dragline is the ‘‘ dragveyor,’’ which 
instead of picking up and swinging round for discharging 
the material, drags it up an incline into the hopper of a con- 
veyor. This is done with a bottomless bucket, and the con- 
veyor, having a 5-ft. belt, lifts the material up an incline 
for dumping into large dump trucks; larger outputs are 
secured with this plant. 

The largest type of dragline yet constructed weighs about 
1,000 tons, and with a 200-ft. boom uses a 15-cu. yd. 
bucket, or with 225-ft., or 250-ft. booms can handle 12- 
and 10-cu. yd. buckets respectively. It is electrically powered 
with Ward-Leonard control, the digging motors being of 
500 b.h.p. Being of either the ‘‘ walking ’’ or caterpillar 





including labour, fuel, and maintenance). On excavation of 
a canal from sandy clay (not in India) a diesel dragline 
has been found to work for a total cost per cu. yd. of only 
0-61d. In this instance the machine worked two shifts a day 
and 96 hrs.a week, at an average hourly output of 137 cu. yd. 
(13,152 cu. yd. a week). It was manned by two operators at 
2s. an hour each and two boys each paid 9d. an hour. 
Output was found to be at the rate of 41 cu. yd. per gal. 
of diesel fuel, while lubrication costs were 0-05d. per cu. yd. 
Repairs and maintenance (excluding ropes) worked out at 
0-Id. per cu. yd. The total weekly cost of working the 
machine was £33 6s. 10d. In a week the power unit con- 
sumed 319 gal. of diesel oil at 6d. a gal. and 16} gal. of 
engine oil at 3s. a gal., making £10 9s. for these two items. 
Labour accounted for £13 4s. a week, repairs and mainten- 
ance for £5 10s., and renewals of ropes averaged a weekly 
cost of £3 Qs. 



































American Railways and the War 


The technical press in the United States is now reflecting 
the views of many leading industrial personalities on the war 
and to these are added interesting editorial comments con- 
cerning the probable course of events. Our contemporary, 
the Railway Age, in a considered résumé of the present and 
future position, predicts that it will not be easy for the 
American railways to meet the freight traffic demands of 
1942 if these increase more than 10 per cent.; and it may 
perhaps be even more difficult before the end of the year 
to meet passenger demands. The railways still have surplus 
freight-carrying capacity; but like any other industry, 
when that surplus capacity is exhausted it becomes more 
difficult to utilise what is left, and more necessary to expand. 


Our contemporary nevertheless foreshadows that the rail- 
ways will make relatively as good a record in meeting 
demands for freight service in 1942 as they did in 1941. 
Many producing industries are already working to capacity; 
it will be no easier for them to increase capacity than for 
the railways, and the increased demands that they will make 
on the railways can therefore easily be over-estimated. As 
Mr. Ralph Budd has wisely said, America’s production and 
freight transport are now in balance; and all that is needed 
to keep them so is to afford equal opportunity for expansion 
to production and transport. The railways are a primary 
defence industry; there is no way of giving other industries 
the opportunity to contribute their utmost toward providing 
for the nation’s civilian and war needs that does not con- 
currently afford the railways similar and equal opportunities. 





ent 
Co. 
ing 
wo 


Bri 


Colo: 
Colo: 
resig 
In th 
Engi 
Lone 
Keny 
his o 
quen 
ways 
persc 
1934 
to th 
and ¢ 
of a ( 
tion 

Wast 
Was ] 
tion 

positi 
ger j 


Fello: 





942 


cord- 
hour, 


much 
rated, 
ns in 
ectric 
Ip to 
costs 


tion of 
ragline 
f only 
a day 
cu. yd. 
tors at 
hour. 
er gal. 
u. yd. 
out at 
ng the 
it con- 
gal. of 
items. 
ainten- 
weekly 


1e Tail- 
neeting 
, 1941. 
pacity; 
an for 
1 make 
d. As 
on and 
needed 
pansion 
primary 
Justries 
oviding 
ot con- 
unities. 





March 13, 1942 


PERSONAL 


Mr. J]. H. McEwen, General Manager, 
Nigerian Railway, whose retirement was 
recorded in our February 27 issue, was born 
in 1886 in Kimberley, South Africa. He 
entered the employ of the De Beers Mining 
Co. Ltd., transferred to the Civil Engineer- 
ing Department, and specialised in survey 
work. With the opening to settlement of 
British East Africa (now known as Kenya 
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NEWS 


tution, and a Member of the Institute of 
Transport. He was the recipient in 1936 
of the King’s Jubilee medal. 


It was announced on March 4, that Mr. 
C. U. Peat, M.P., was to be Joint Parlia- 
mentary Secretary, Ministry of Supply, in 
place of Lord Portal who has been made 
Minister of Works & Buildings. The latter 
department will shortly be expanded into 
the Ministry of Works & Planning. 
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SECTION 


Mr. Charles Eustace Rooke who, as 
recorded in our February 27 issue, has been 
appointed General Manager, Nigerian Rail- 
way, was born in 1892 and educated at 
Grange School and Dover College. His 
first railway position was in the Goods 
Manager’s Office, Holborn, of the former 
South Eastern & Chatham Joint Com- 
mittee which he joined in 1909. A year 
later he was appointed Timetable Clerk and 
Assistant Train Inspector, Argentine North 
Eastern Railway. In 1912 Mr. Rooke 





Mr. J. H. McEwen 


General Manager, Nigerian Railway, 1936-1942 


Colony) in 1911, Mr. McEwen joined the 
Colonial Service as a Land Surveyor. He 
resigned in 1918 to take up a partnership 
in the firm of Coverdale & Partners, Civil 
Engineers, and represented that firm in 
London until 1921. On his return to 
Kenya Colony Mr. McEwen practised on 
ils own account for some years and subse- 
quently joined the Kenya & Uganda Rail- 
ways & Harbours as Estate Officer on the 
personal staff of the General Manager. In 
1934 he was appointed Principal Assistant 
to the General Manager, Nigerian Railway; 
ind at the same time was made Chairman 
fa Committee to inquire into the Revalua- 
ton of Capital Assets & Depreciation of 
Wasting Assets. During 1936 Mr. McEwen 
was largely responsible for the reconstruc- 
ton of the Nigerian Railway financial 
Position. He was appointed General Mana- 
ser in 1936. Mr. McEwen is a Colonial 
Fellow of the Chartered Surveyors’ Insti- 


At a meeting of the board of the Associ- 
ated Equipment Co. Ltd., held on March 2, 
1942, Lt.-Colonel the Rt. Hon. J. T. C. 
Moore-Brabazon, P.C., M.C., M.P., was re- 
appointed a Director. Colonel Moore- 
Brabazon, who recently relinquished the 
office of Minister of Aircraft Production, 
retired from the board of the Associated 
Equipment Co. Ltd. (with which he had 
been associated for many years) on appoint- 
ment as Minister of Transport in September, 
1940. 


The London Midland & Scottish Railway 
Company announces that the Herbert Jack- 
son Prize for 1941 has been awarded to Mr. 
S. Bairstow, Chemical Research Section, 
Research Department, for his paper entitled 
‘The Relation between Calorific Value and 
the Road Performance of Producer-Gas 
Vehicles,” 


Mr. C. E. Rooke 


Appointed General Manager, Nigerian Railway 


joined the Bombay, Baroda & Central India 
Railway as Probationary Assistant Traffic 
Superintendent and, in 1914, was appointed 
Assistant Traffic Manager of the Uganda 
Railway. He joined the Indian Army in 
East Africa, and served with it from 1915 
until invalided in 1917. From 1919 to 1929 
Mr. Rooke was Assistant Traffic Manager 
of the Federated Malay States Railways and 
at the same period, was Chairman of the 
Kinta Fuel Supply Board. He _ was 
appointed General Manager of the Cyprus 
Government Railway in 1929, and retained 
that post until 1935. While in Cyprus he 
was Acting Commissioner, Cyprus Civil 
Service, from June, 1934, until March, 1935, 
and a member of the Trade Development 
Board and the Defence Committee. Mr. 
Rooke was appointed Traffic Manager of the 
Tanganyika Railways in 1935, and became 
Chairman of the Central Publicity Com- 
mittee. He was appointed Chief Traffic 
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Superintendent, Nigerian Railway, in 
September, 1937, and acted as General 
Manager in the latter’s absence. 


Mr. G. E. Orton, who, as recorded 
in our February 27 issue, in future is to 
be designated Commercial Assistant 
to the Superintendent of the Line & 
Public Relations Officer, G.W.R., 
entered the company’s service in the 
Publicity Department in 1903 and 
remained there until 1912, when he was 
transferred to the General Manager’s 
Office for employment in connection 
with joint arrangements, private 
sidings, Board of Trade regulations, 
accidents, and new works. Except for 
24 years’ war service, he remained in 
that office until 1923, when he 
returned to the Publicity Department 
and was made Assistant Publicity 
\gent in 1926. In 1929 he became 
the company’s General Agent in the 
United States and Canada, and shortly 
after his return to England became 
Assistant Commercial Advertising & 
Publicity Agent in January, 1932. On 
July 7, 1933, he was appointed 
Publicity Agent, and in 1934 became 
Commercial Assistant to the Superin- 
tendent of the Line. 


Mr. R. Hannay, V.D., Traffic 
Manager, B. & N.W. and R. & K. 
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Mr. G. E. Orton 


Now designated Commercial Assistant to the Superintendent of to be Assistant 
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THE INSTITUTE OF TRANSpoRT 
February, 1942 


The undernamed have been electeq 
Corporate Members :— 
Members 
Mr. W. H. Fysh, Managing 


: ; 1 rector, 
Qantas Empire Airways, Sydney 
Mr. M. D. Robinson, Distr Loco- 


motive Superintendent ( easden 
L.N.E.R. 
Associate Members 

Mr. H. K. Brits, South African 
Railways & Harbours. 

Mr. J. R. Daley, District Assistant 
Engineer, New South Wales ‘Govern. 
ment Railways. 

Mr. H. Eccles, Assistant District 


Goods Manager (Warrington), |. M.S.R. 
Mr. C. H. Fetch, L.M.S.R., Sheffield, 
Mr. H.S. E. Flindt, District Assjs- 

tant Engineer, New South Wales 

Government Railways. 

Mr. G. W. Reid, Acting Manager 
Road Motor Services, South African 
Railways & Harbours. 

Mr. V. G. Simmons Manchester Cor- 
poration Transport. 


L.M.S.R. APPOINTMENTS 
The following appointments hav 
been approved by the Directors: 
Mr. D. C. K. McCulloch, Assistant 
Chief Commercial Manager (Goods) 
Chief Commercial 





























Railways, has proceeded on leave the Line and Public Relations Officer, G.W.R. Manager, vice Mr. H. E. Horne 
preparatory to retirement. retired. : ee 
Colonel Charles D. Young, of the Army Mr. W. Hanlon, Assistant to Chief 


Mr. Ralph Budd, who for the past year 
has been Defense Transportation Commis- 
sioner in the Transport Department of the 
\dvisory Committee to the Council of 
National Defense, has resumed his duties as 
President of the Chicago, Burlington & 
Quincy Railroad. As we recorded in our 
issue of March 6, Mr. Joseph B. Eastman, 
Chairman of the U.S. Interstate Commerce 
Commission, was appointed Director of the 
Office of Defense Transportation on Decem 
ber 23 


Mr. J. O'Dowd, Chief Operating Assis- 
tant to Traffic Manager, has_ been 
appointed Traffic Manager, Great 


Southern Railways, Eire, in succession to 


Engineers Reserve, a Vice-President of the 
Pennsylvania Railroad, has been appointed 
Chief of the Materials & Equipment Section 
of the Defense Transportation Office. He 
has been associated with the Pennsylvania 
Railroad for 42 years, which he joined as 
an apprentice. Since 1932 Colonel Young 
has been in charge of purchases, stores, 
and insurance and since 1938 has dealt with 
property and taxation. He has had a 
varied experience in the material and equip- 
ment field, not only from a railway stand- 
point but also from that of general industry. 
[he Materials & Equipment Section has 
been created to “‘ stimulate the provision of 
necessary additional transport facilities and 
equipment ...and to advise and recom- 
mend allocation of materials and equipment 
necessary for the provision of adequate 
domestic transportation service.” 


Commercial Manager (Goods), to be Assis- 
tant Chief Commercial Manager ((Gcods) 
vice Mr. D. C. K. McCulloch. 

Mr. J. R. Pike, Assistant (Rates & 
Charges), Chief Commercial Manager's 
Department, to be Assistant to Chie! 
Commercial Manager (Goods), vice Mr 
W. Hanlon. 

Mr. W. P. Bradbury, Assistant Chief 
Commercial Manager (Passenger), to be 
Assistant Chief Commercial Manager 
(Outdoor). Mr. Bradbury will deal with 
air and road transport, trade advertising 
and other special duties. 

Mr. C. Johnstone, Assistant to Chiel 
Commercial Manager (Passenger), to be 
Assistant Chief Commercial Manager 
(Passenger), vice Mr. W. P. Bradbury. 

Due to pressure on space other appoint: 
ments are held over till next week. 































Mr. P. J. Floyd. 





*‘ Public Relations ” 
By G. E. ORTON, Great Western Railway Public Relations Officer 


A Question was asked in Parliament recently—‘‘ What is a 
Public Relations Officer?’’ and it was reported in the Press 
that Captain Crookshank, Financial Secretary to the Treasury, 
had described the functions of public relations officers thus— 

The promotion of a proper understanding between their 
departments and the general public.”’ 


One would assume that the title was self-exvlanatory, but the 
public at large has little understanding of its meaning in svite of 
the fact that the existence of such an office is of direct concern 
to it. 

The various Government departments have recognised the value 
of the Public Relations Officer for some considerable time and 
each of the more important departments has one. 

The railways obviously offer plenty of scope for such an office 
both in times of peace and war. What then are the particular 
functions of the railway Public Relations Officer? The parlia- 
mentary answer given by Captain Crookshank suffices in a broad 
sense, but if one is asked to be more precise it is necessary to 
display no small amount of tact lest a detailed interpretation of 
his functions as seen by the P.R.O. himself should not fit in 
with the long tried methods employed by those departments of 
the railway having relations with the public and who consider 





themselves quite capable of managing their own affairs. The 
scope of the title is, so to speak, as long as a piece of string, anc 
there’s the rub. 

The broad definition can be applied and accepted with under- 
standing in the case of Government departments, but when tt 
comes to railways with their gigantic ramifications touching 
the public at so many points and in such a variety of ways 
perhaps the least said the better in the matter of a closer defini- 
tion, if the abbreviation ‘‘ Public Relations Officer ’’ is to stan¢ 
for what it is intended to and not personal relations off with bis 
colleagues in the organisation to which he belongs. 

But one thing can be said with safety, which is, that the 
Public Relations Officer can surely co-operate with any depart 
ment of the railway that cares to utilise his services for the 
handling of a particular situation affecting the public which for 
one reason or another the officer directly controlling that depart 
ment may not find it convenient to undertake in his own name— 
always provided of course that this is overdone, for the indefinit 
length of that piece of string must always be remembered. 

In short, the Public Relations Officer must be something of 4 
specialist, and the tasks allotted to him selected with discretio!. 
He will then become an ambassador for his company and the 
guardian of its goodwill to those it serves. 
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TRANSPORT SERVICES AND THE WAR—131 


Travel facilities during the Easter period—Government road haulage—Passenger 


service reductions in France—Railways 


Passenger transport services for the Easter holiday period will 
be planned to ensure there will be no dislocation of war traffic. 
The number of long-distance passenger trains will be limited, and 
there will be no fuel for special holiday bus services. These and 
other restrictions on travel are being adopted to avoid the need 
that might otherwise arise to withdraw locomotives from hauling 
urgent war supplies and to save tyres, fuel, and manpower. On 
the railways the Minister of War Transport has given directions 
that no more long-distance passenger.carrying trains ‘shall be run 
on any one week-day during the period April 2-7, inclusive, than the 
maximum number run on an ordinary weekday during March. 
He has further directed that the number of such trains run on 
Easter Sunday shall not exceed the number run on an ordinary 


Sunday. Before the war, 2,500 special trains were run, over and 
above the normal service; none of these will be available this 
Easter. In addition, all restaurant car services on long distance 


trains will be withdrawn during the Easter period, April 2-7. 

All three Services are co-operating with the Ministry of War 
[ransport in adjusting leave so that travel over the Easter period 
will be reduced to the minimum. The detailed arrangements neces- 
sarily differ as between the Services, but broadly no member of the 
Forces will be proceeding either on 48-hour or 7-day leave during 
this period, with the exception of those travelling on compassionate, 
sick, or embarkation leave, and Naval and Air Force personnel 
engaged on operational duties who are due for leave. The net 
result of these steps will be to reduce the number of men normally 
travelling over this period to nearly one-fifth. Similar restrictions 
will be applied to the Public Services generally. 

In a press statement made by the Minister of War Transport 
m March 6, he said it must be recognised that many trains are 
normally run in parts. In such cases the Minister’s decision will 
apply as if each part were a train. Ifa train to Penzance is run 
man ordinary weekday in two or three parts, the company con- 
cerned will be at liberty to run it in the same number of parts on, 
say, Thursday, April 2, but this number will not be exceeded. These 
trains are often crowded on ordinary weekdays. If more passengers 
present themselves at Easter than can be carried, they will find 
themselves left behind. Reports received by the Ministry of War 
Transport of the train services run during the Christmas holiday 
period show that the total number of additional train parts run 
each day during Christmas week varied from 71 to 95. The maximum 
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number of train parts run on an ordinary weekday at that time 
of the year is 110. Some idea of the strain on passenger-carrying 
services is indicated by the fact that, although since the outbreak 
of war there has been a great increase in passenger travel, the 
total mileage by passenger trains has shrunk by 30 per cent. (See 
editorial note at-page 354) 


Notes on the Government Road Haulage Scheme 

The following notes have been supplied by the Ministry of War 
Transport and the Hauliers’ National Traffic Pool, with the proviso 
that they are not necessarily to be regarded as official pronounce- 
ments. ' 

THE CHARTERED FLEET.—The first vehicles to be called up for 
the chartered fleet began operations on Monday, March 2. Every 
lorry was wearing the red 
ensign of the fleet—a 
placard bearing a crown 
and the words “ Ministry 
of War Transport 
Chartered Vehicle.’’ The 
number of vehicles opera- 
ted on this, the first 
calling-up day was 
between 50 and_ 60. 
From this modest 
beginning, however, 
the fleet will be built up steadily, as required, and may 
eventually reach an establishment strength of 2,500 vehicles. These 
vehicles are, of course, additional to the 1,600 vehicles already taken 
over from the Meat Transport Pool. Offers of vehicles are still 
coming in. The number of vehicles already offered totals over 
2,000, of which about 1,300 have been found suitable. This is 
considered a reasonably good start and encourages the hope that 
offers for the other half will soon be forthcoming. 

Port Poots ABSORBED.—The port pools at Bristol, Glasgow, 
Hull, Liverpool, and Manchester have been absorbed in the Govern- 
ment Scheme. These pools were established in response to the 
demand for the more rapid clearance of goods from the ports, and 
they have fulfilled their purpose admirably. Members will now 
have an opportunity of continuing their good work by joining the 
National Pool and offering suitable vehicles for the chartered fleet. 
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Continuity of service is also assured by the fact that in most cases 
the pool managers and their staffs are undertaking similar duties in 
the new area organisations. 

[The Liverpool branch of the Hauliers’ National Traffic Pool, 
which has taken over the functions of the Port of Liverpool Road 
Transport Control Limited, began to work on March 2, with a large 
percentage of personnel acquired from the superseded organisation. 
It is expected that steps will be taken to wind up the affairs of the 
L.R.T.C. the management expenses of which were defrayed by a 
5 per cent. deduction from the accounts of the hauliers, Any 
surplus after meeting all expenses will be returnable to the vehicle 
owners. The incorporation of the Port of Liverpool Road Transport 
Control Limited, on August 16, 1940, as a private company, was 
recorded at page 233 of our issue of August 30, 1940.—ED., R.G.] 

DEFENCE LinEs.—Some hauliers have raised the question as to 
whether an operator who has registered with the Hauliers’ National 
Traffic Pool can offer his vehicles for the “‘ Defence Lines.’’ The 
answer is “ Yes,’’ and the same reply can be given to operators 
who have vehicles earmarked for a particular purpose. Misunder- 
standings on this point may account for the fact that the response 
to the Government’s invitation is at present inadequate. If so, 
the Ministry of War Transport hopes there will now be a rush of 
offers. The possibility of grave emergencies arising at any moment 
cannot be ruled out, and the Minister knows he can rely on hauliers 
if and when such times come, but he wants their efforts now. 

Hau.iers’ NATIONAL TraFrric Poot.—More than 1,300 firms 
have intimated that they are participating in the Hauliers’ National 
Traffic Pool, and further registrations are still coming in. There is, 
of course, no limit to the number of registrations which can be 
accepted. Already 125 firms have applied for appointment as 
sub-agents. In this connection, firms are reminded that the terms 
governing the appointment of sub-agents are set out in Document 
RH /D/32. 

APPLICATION Forms.—Carriers and others are again reminded 
that application forms to join the Chartered Fleet, the Hauliers’ 
National Traffic Pool, and the Defence Lines are available at all 
sub-district managers’ offices. 

The Minister of War Transport has modified his Conditions of 
Contract of Casual Haulage (Tonnage or Job Rates) so as to 
provide that when the carrier holds a goods-in-transit policy with 
any of certain listed insurers covering at least the liability of the 
Minister under his conditions of carriage in respect of the goods 
carried, and the insurer furnishes a certificate to that effect, no 
deduction will be made by the Minister from the payments to the 
carrier in respect of the premium which would otherwise be 
payable. Copies of the modified Conditions of Contract of Casual 
Haulage may be examined at Regional, District, and Sub-District 
Offices of the Regional organisation and Area Offices of the Road 
Haulage Branch of the Ministry, and copies of the certificate 
(Document RH/D/25A) may be obtained from the Area Offices of 
the Ministry of War Transport and the Hauliers National Traffic 
Pool. 


Control of Road Haulage Charges 

Under an Order made by the Minister of War Transport, charges 
for goods road transport by motor vehicle or for the hire of goods 
motor vehicles and. for incidental services, must not in future 
exceed the amount which would have been fair and reasonable in 
October, 1940, with the addition of a percentage to reflect increases 
in Costs since that. month ; the addition is to be 74 per cent. unless 
it is proved in a particular case that a higher or lower percentage 
should be allowed. Any question whether a charge conforms to 
the Order will normally be decided by the Regional Transport 
Commissioner in whose region the traffic originates or the hire 
begins, with the assistance of two assessors representing road 
haulage and trade or agriculture. An application in writing should 
be made to such Commissioner within one month of the date on 
which the account was rendered. The Order, which came into 
force on February 23, is substantially in the form recommended 
to the Minister by a consultative committee on which haulers and 
traders were represented. 


British Motors on Coal Gas 

There are at present some 2,200 commercial motor vehicles and 
private cars in this country running on coal gas, according to 
an estimate made by a firm of gas-container manufacturers. 
Despite present-day petrol and diesel oil restrictions, this total 
is very much smaller than that during the later stages of the last 
war, when there were some 6,000 gas-propelled vehicles in the 
London area alone, and many of the provincial bus companies were 
running on coal gas carried in balloon containers on the roofs of 
single-deck vehicles. Possibly at the present time the increased 
attractiveness of the producer-gas generator has had a considerable 
effect on the situation, and, with buses, the very much higher 
proportion of double-deck vehicles in provincial service, as com- 
pared with a quarter of a century ago, reduces the possibility of 
using low-pressure coal gas, which halves the seating accommodation 
in order to make room for the balloon. Today there are some 
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400 gas-filling points available, and the mileage covered by coal-gas. 
propelled vehicles since the outbreak of war is estimated at 
17,000,000. 
Reduced Vienna Tram Services 

The present tram service in Vienna is severely restricted by 
reason of shortage of rolling stock and personnel, according to 
official statements published in the Neues Wiener Tagblatt. The 
last trams run at 11 p.m. on all routes, with the exception of a 
special service for the railway stations. 


Dutch Railwaymen in Germany 
Some indication has recently been given in the Deutsche Zeitung 
in den Niederlanden of the use of Dutch labour that has been made 
by the Germans. It is said that the problem of unemployment in 
Holland has largely been solved by sending workers to jobs in 
Germany. Up to July 31, 1941, some 107,000 had been sent, of 
whom 5,892 were railwaymen. 


German Motor Road Extensions 


Work is reported to be well in hand on two important extensions 
through Polish territory of the Reichsautobahn system. One is an 
extension to Krakow of the present road from Berlin to Upper 
Silesia. The other is an entirely new road from East Prussia to 
Vienna through Polish ‘‘ General Government ”’ territory.  Pre- 
sumably this road would use (in whole or in part) the projected 
highway between Vienna and Breslau, via Brno (Briinn), which 
formed the subject of an agreement between Germany and Czecho- 
slovakia after the cession of Sudetenland in 1938. 


Railway Services in the Vistula Area 

The New Year timetable of the German Railways of the East 
retains most of the previous arrangements, according to the 
Krakauer Zeitung. As before, no express parcels are accepted for 
forwarding, but the hope is expressed that this ruling may soon 
be withdrawn. The rates of insurance on all freight are subject to 
Government scrutiny and revision at any time. At present they 
stand at 334 per cent. of the value of the goods. Passenger fares 
remain almost unchanged. However, cheaper group excursion 
rates have been provided for Volksdeutsche; and, although the 
regular excursion rates to the mountains (for winter sports) have 
been abolished, special cheap rates are now provided for Volks- 
deutsche. Since the beginning of this year no monthly ticket is 
considered valid unless the identity card of the holder is also shown. 


German Passenger Road Transport in 1941 


During last year there was a substantial increase in the amount 
of traffic carried by the German tram and bus services, and by light 
railways. In 1941 the trams and buses carried 6,000,000,000 pas- 
sengers, against only 4,500,000,000 in the last year of peace. The 
results for 1941 thus accord with the estimate published at page 248 
of our issue of September 5, 1941, when we also recorded that the 
total for 1940 was 5,600,000,000 passengers, and that roughly 80 per 
cent. of all short-distance passenger traffic was carried on the tram- 
ways during 1940. The increases during 1941 were 22-8 per cent. in 
the large towns, and 96 per cent. in towns with between 100,000 and 
150,000 inhabitants. In some towns with less than 100,000 in- 
habitants the increase was as much as 300 per cent., according to 
the Berliner Bérsen-Zeitung of January 20. 


Passenger Service Reductions in France 

Repeated reports of curtailments of the passenger services on the 
French railways make it difficult to form any precise impression 
about what services are being maintained at the present time. 
There can be little doubt that during the past winter a variety of 
circumstances has resulted in passenger traffic having suffered 
very heavily, and the contributory factors seem to be shortage of 
rolling stock due to German impressment, shortage of coal and 
lubricating oil, the preference naturally given to freight services, 
and the severe winter conditions of recent weeks. An analysis 
of the published railway timetables in France shows that in Sep- 
tember, 1941, there were two or three expresses, and the same 
number of local trains, running daily in each direction over most 
main lines. Railcars had practically disappeared by reason of lack 
of fuel oil, and the best services were given on those lines which 
were electrically operated with current derived from hydro-electric 
plants. The Paris—Bordeaux—Hendaye line, which is electrified 
throughout, was provided with the best service in France, and 
carried through coaches and sleeping cars direct from Berlin to 
Hendaye; there were four good services daily between Paris and 
Bordeaux. During the summer of 1941, the number of passenget 


trains running was only one third of the pre-war number. There 
were further cuts of 15 per cent. on October 6 (see our Novem- 
ber 21 issue, page 539), and 10 per cent. on January 25 (see our 
January 30 issue, page 173). Train speeds have been reduced, and 
trains are not heated until the temperature falls below minus 5° 
Centigrade (23° F.). 


These and other energetic steps have beet 
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taken to discourage travel, but with only limited success. Fares 
were increased by 15 per cent. in Magch last, and by 20 per cent. 
further in July, 1941. The public, however, was apparently not 
discouraged, and the number of persons travelling during the 
summer of 1941 was only 15 per cent. less than in 1938, according 
to the Gringoire of September 26. Figures for daily departures 
from Lyons-Perrache Station in October, 1941, were 248,000 for 
g0 trains, against 103,000 tickets and 200 trains in October, 1938, 
stated the Figaro of January 5. The system. of compulsory 
advance booking for express trains, which was used successfully 
for the summer holiday period, is being extended to all long- 
distance trains and adopted throughout the year. 


Closure of Metro Stations in Paris 

Two or three times during this winter announcements have 
been made of the closure of a number of Paris Metro stations to 
save electricity. According to the Dépéche Marocaine of Novem- 
ber 16 last, 25 stations were closed at that time. A message of 
January 20 (see our January 30 issue, page 175) said that 25 Metro 
stations had been closed because of electricity shortage. Then it 
was stated in a London newspaper of January 26 that only 7 Metro 
stations remained open. Such an extreme statement, which is 
probably incorrect, would appear to be the result of a series of 
subtractions from time to time. In fact, the stations temporarily 
closed are doubtless often reopened after a short period, and then 
closed again when the next emergency occurs. Our review of the 
Paris Metro in war and since (published at page 80 of our January 16, 
1942, issue) showed that on January 1, 1941, there were 293 Metro 
stations open. On February 24, 1941, the 294th was reopened, 
leaving closed only 38 stations throughout the system, and only 
one service, a shuttle in the north-eastern region of Paris. Our 
information is to the effect that the total number of Metro stations 
at present closed is 62, including the 25 recorded in the January 20 
message. 


Belgian Railway Expenditure in 1941 
The expenditure of the Belgian State during the year 1941 
amounted to fr. 36,640 million, while receipts came to 15,530 
million, according to the Paris-Soir. The estimated expenditure 
of 1,780 millions—including the supplementary credits accorded 
recently—was exceeded by more than 1,000 millions. The expendi- 
ture included advances to the railways of fr. 1,275 million. 


Tramways in Holland 

The Rotterdam Tramway Company, operating the narrow-gauge 
light railway system of a total length of 229 km. (142 miles) on 
the islands between the mouths of the Rhine and the Scheldt, 
connected by ferry boats, has entered into negotiations with the 
Netherlands Railways and the Rotterdam City Tram for the transfer 
of the working of goods services to the former, and the passenger 
services to the latter. The company has been in financial difficulties 
for some years. These negotiations follow the recent acquisition 
by the Netherlands Railways of two other light railways in the 
coastal province. 

To cope with increased numbers of passengers, a result of the 
disappearance from the streets of private cars and restrictions on 
the use of bicycles, the Rotterdam City Tram is removing one seat 
in each transverse row in its tramcars to provide for increased stand- 
ing room in the centre gangway. In all the large Dutch towns 
passengers by tram have increased in number by 20 to 40 per cent. 
compared with a year ago. The trams of the Hague, for example, 
carried during the 10 months January to October, 1941, a total of 67 
million passengers, against 56 million during the same period in 
1940. The increase is steadily growing, as the month of November 
showed 24 million more passengers compared with 1940. 


Hungaro-Slovak Railway Transit Traffic 

Transit traffic with sealed trains through a corner of Slovakia 
was begun on January 1 between the ‘sections of the Hungarian 
State Railways situated to the south and the east respectively of 
Bratislava (Pressburg). The line concerned branches off at Heg- 
yeshalom (the Hungarian frontier station on the Budapest-Vienna 
main line), and leads to the north, entering Slovakia at Petrzalka, 
the Slovak frontier station 7 km. (4} miles) to the south of Bratis- 
lava. Situated in the corner where three countries meet—Slovakia, 
Hungary, and Germany (Austria)—Petrzalka is also known by its 
Hungarian name of Oroszvar, and by its German name of Engerau. 
Hungarian trains in transit avoid Bratislava Main Station and 
proceed via Bratislava Nové Mesto Station (stopping there for 
service reasons only), which is the terminus of the standard-gauge 
secondary line leading from Bratislava in a south-easterly direction 
to Komérom. On this line the Slovak frontier station is Biskupice 
pri Dunaji; the actual frontier line is close to Miloslavov statnf 
hranci (Miloslavov State Frontier) Station, 23 km. (14 miles) 
east of Bratislava. Uszor is the Hungarian frontier station 11 km. 
(7 miles) further east. Hungarian transit trains are available solely 
for passengers and goods from Hungarian to Hungarian stations. 
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covered in 1940. 


and freight carried amounted to 338,546 kg, (744,801 Ib. ). ; 
figures for this company, and its present list of routes, Were given 
at page 71 of our January 9 issue. 









This transit traffic is maintained in accordance with a Slovak- 
Hungaro-German agreement of June 14, 1941, and is a counter- 
part to the Slovak transit traffic established shortly afterwards 
on the Luéeneé-Roznava line connecting Slovak frontier districts 
but leading through Hungarian territory via Balassagyarmat (due 
north of Budapest). That transit traffic was begun on August 25, 
1941. 


Finances of the Railways in Serbia 


The first Serbian budget (for 1942), balancing receipts and 
expenditure at Dinar 5,000,000,000 envisages a deficit of Dinar 
174,000,000 for the State Railways. Receipts are expected to 
amount to Dinar 1,038,000,000 only, as a result of the limited 
traffic possible in the present adverse economic and political circum- 
stances, while expenditure is expected to reach Dinar 1,212,000,000, 
due mainly to the extensive repair work in hand to be undertaken. 


Railways in Croatia 


A report recently published by the Croatian Ministry for Com- 
munications says that 384 per cent. of the route length of the 
Jugoslav railway system has been taken over by Croatia. The 
figures published in our February 20 issue (pages 261-2) would seem 
to indicate a slightly higher percentage, but this is possibly explained 
by private railways and forest lines, and by new construction. The 
report adds that the Crotian share of Jugoslav locomotives amounts 
to 44 per cent., but that only 374 per cent.-of the rolling stock has 
been taken over. Since the establishment of the Croatian puppet 
State, six connecting railway links have been either completed or 
taken in hand, it is stated, with a view to improving railway com- 
munications which had been dislocated as a result of the vagaries 
of the new frontiers. The sum of Kuna 300,000,000 is said to have 
been spent by the Croatian State Railways from May to September, 
1941, for the repair of bridges and ‘stations damaged during the war. 


Traction on the Swiss Federal Railways 

Since the outbreak of war the diesel services of the Swiss Federal 
Railways, namely, those on the Palézeieux-Lyss and Stein-Koblenz- 
Eglisau lines, have been gradually reduced as a result of fuel 
shortage. We now learn that, since the introduction of the new 
timetables in October last, there has been no diesel operation at 
all. As we have pointed out on more than one occasion in these 
columns, it is only on the electrified lines that services: approxi- 
mating to the pre-war standard are still maintained. 


British Air Services 


The following is a list of the public air services at present work- 
ing within the limits of the British Isles :— 

GREAT WESTERN & SOUTHERN AIR: LINES LIMITED 

Lands End to Scilly (St. Mary’s Airport) 

WEST COAST AIR SERVICES LIMITED in association with AER LINGUS :TEORANTA 

Manchester (Barton Airport) to Dublin 

ISLE OF MAN AIR SERVICES. LIMITED eae 

Liverpool (Speke Airport) to Isle of Man ’ 

RAILWAY AIR SERVICES LIMITED d 

Liverpool (Speke Airport) to Belfast ny 

Glasgow (Renfrew Airport) to Belfast > peal 

SCOTTISH AIRWAYS LIMITED 

Glasgow (Renfrew Airport) to Campbeltown (Kintyre Airport) ind Islay, Neen 
dale Airport) 

Glasgow (Renfrew Airport) to Tiree (Reel Airport), Benbecula (Balivanich Airport); 
North Uist (Sollas Airport), and Stornoway 

Inverness to Wick, Kirkwall, and Shetland 


ALLIED AIRWAYS (GANDAR DOWER) LIMITED 
Aberdeen to Wick, Thurso, Stromness; Kirkwall, and Shetland (Sumburgh Airport) 


America-Africa Air Mail 
The new Pan-American air mail service between the United 
States and Africa is now in operation. The service operates, twice 
monthly in each direction, between Miami and the Belgian Congo, 
and the journey takes about seven days. 


Deutsche Luft Hansa Traffic in 1941 
Recently-issued particulars show that, during 1941, ‘the mileage 
flown by the Luft Hansa planes totalled approximately 4,330,000 
miles (6,970,000 km.), z.e., 33-7 per cent. more than the mileage 
The total of paid tonnes-kilometres increased 
by about 50 per cent. to 9,330,000. Passenger ‘traffic over the 


company’s system had to give way to the goods traffic, but the 
number of passengers conveyed increased nevertheless to 111,000, 
as compared with 95,000 in, 1940. 


Hungarian Air Traffic Development in 1941 
The preliminary report for 1941 of the Hungarian Air Traffic 


Company (Malert) states that the number of passengers carried 
amounted to 26,135. 


Luggage conveyed . totalled 290,198 kg. 
(638,436 Ib.), while air mai’ aggregated 185,294 kg.. (407,647 Ib.), 
Mileage 
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SCOTTISH RAILWAY COMPANY 


The late Lord Stamp—Government control and financial agreement— War 
damage provisions—Minister’s directions—Record traffic carried—Reduced 
passenger facilities—Loss and damage of goods— Value of scientific research 
—Criticisms of railway work—Acquisition of Thomas Cook & Son Ltd. 


The nineteenth annual general meeting of the London Mid- 
land & Scottish Railway Company was held at Friends House, 
Euston Road, London, N.W.1, on Friday, March 6, 1942. Sir 
Thomas Royden, Bart., C.H., Chairman of the company, 
presided. 

The Secretary (Mr. G. Royde Smith) having read the notice 
convening ‘the meeting, 

The Chairman said: My Lords, Ladies, and Gentlemen: 
[I now tay on the table the report and accounts for the past 
year and as-they have been in your hands for some days I 
presume you will, as usual, take them as read. Just a year 
igo the late Lord Stamp addressed us from this platform. Little 
over a month later he, together with his wife and eldest son, 
were killed instantaneously by direct hits by two or more high- 
explosive bombs during an air raid on London. Thus was the 
manner of his passing, and by his tragic and untimely death 
the country lost a highly gifted and devoted servant, and this 
railway a brilliant leader. Many must have wondered how he 
could control the great organisation of the L.M.S.R., and keep 
that intimate knowledge of its problems and its personnel which 
sometimes astonished even his colleagues, while he was doing 
far more than one man’s work in a dozen other fields. His 
vitality, his enthusiasm, his imagination, and his constructive 
use of his leisure are only part of the answer. The secret of 
his tremendous power of achievement was his amazing brain. 
He had led a crowded life, he was a keen observer, he read 
widely at immense speed, and his mind was always active, yet 
his brain seemed to register and classify all that he saw, read, or 
thought, and at the appropriate moment years later he would 
bring out just the fact, the quotation, or the idea he needed. 
The range and availability of his knowledge were unique. So, 
too, in dealing with the most complex problems, the facts were 
sorted into the superfluous, the relevant, and the decisive 
incredibly quickly, and it was the rapidity of his analysis and 
the equally rapid expression of the result in lucid and compel- 
ling words that made possible his giant output of work. Lord 
Stamp’s brain was a marvellous machine, but its mainspring was 
his interest in all that concerned the well-being and progress of 
humanity. It was his human touch that made him such a 
great leader, his encouragement and support, his inspiration, his 
sympathy, and his patience with human frailty and error were 
unfailing. He took everyone at his best, and they gave him of 
their best in return. 

On your behalf an expression of sympathy in the loss, not 
only of their father, but of their mother and their eldest brother, 
was sent to his surviving sons. On this our first meeting since 
his death, let us pay a tribute to his memory by standing in 
silence for a short time. 

(The meeting stovd in silence) 

Lord Stamp held the dual position of Chairman of the Board 
and of Chief of the Executive with the title of President. In 
filling the vacancies created by his. death, it was decided to 
revert to the old established practice of having a separate Chair- 
man and President. The board has done me the honour of 
electing me its Chairman, and Sir William Wood, the senior 
Vice-President, has been appointed President. Sir Alan Anderson 
has resigned his seat on the board on his appointment as Chair- 
man of the Railway Executive Committee & Controller of 
Railways, and Mr. Evans Bevan has been appointed a Director. 


Government Control—Financial Agreement 


In the. report before you a: brief description is given of the 
terms of the revised financial arrangements with the Govern- 
ment for their use of our undertaking. I will give you a short 
account of what happened, 

We had supposed that the original agreement would be left 
undisturbed as the whole object of the scheme of control is to 
assist the Government in the efficient prosecution of the war and 
the maintenance of supplies and services essential to the life 
of the community, and this object was being achieved quite 
successfully. 

In this hope and belief we were mistaken, and at our last 
meeting our late Chairman told you that we had been notified 
by the Government of its intention to revise the treatment of 
the cost of war damage as provided for in the original agree- 
ment. Then in his budget speech in. May the Chancellor 
announced the Government’s decision to deal with the effect that 


the increasing cost of transport was having on price levels, 
and in June we were advised that as a consequence of this 
decision, it would be. necessary to revise the financial terms 
of the agreement also. I ought, perhaps, to add that the 
clauses in the first agreement dealing with war damage and the 
provision for the revision of charges were, in fact, the pro- 
posals the Government itself made in 1939 and were an integral 
part of its scheme for sharing with the companies the net 
revenues during control. 

The Government next told us that as from January 1, 1941, it 
was proposed to substitute for the existing scheme a guarantee 
of revenue. After much negotiation it was agreed that begin- 
ning January 1, 1941, the Government would pay to the four 
main-line companies and the L.P.T.B. an annual sum of 
£43,000,000 to the end of control. This payment of a fixed 
amount was, as I have just told you, in substitution for the 
pooling arrangements. We were further informed that the 
Government had decided that the new war damage scheme was 
to apply from the beginning of control. During negotiation it 
was made perfectly clear that £43,000,000 was the maximum 
that the Government was prepared to pay, and in all the cir- 
cumstances your board, in common with those of the other 
companies and the L.P.T.B., having heard the proposals of the 
Government, agreed to accept them. The payment which we 
shall receive under the new scheme, leaving aside for the moment 
the question of war damage, is a fixed sum of £14,749,698 per 
annum instead of a minimum sum of £13,465,624; the latter 
carried with it in addition a participation in the net revenue 
of the pool above that minimum. In neither case do these 
amounts include the net revenue from our holdings in Irish 
railways or investments in road transport undertakings. The 
actual profit earned by any railway for 1941 is not ascertain- 
able but the L.M.S.R. amount is certainly substantially greater 
than the amount payable to us under the new agreement. 

The agreement further notes the standard revenue of 
£20,579,930 which was settled by the Railways Act of 1921, and, 
to meet the changed conditions, provides that, before the end 
of control, time will be given for adjustment of the level of 
charges. In addition, records will continue to be kept of the 
increased costs due to war conditions, and these will enable 
a .close estimate: to be made of the true net revenue of the con- 
trolled undertakings as a_ whole. These obligations of the 
Government will have an important value after the war, and are 
some recompense for the retention by the Government of a sub- 
stantial proportion of our profits during the war period. I may 
mention at this point that the arrangements for providing the 
cost of making good arrears of maintenance and renewals which 
will accrue during the war have been completed and effect given 
to them. 

The provisions for war damage on the railways are by the 
new agreement brought into line with those affecting other public 
utility undertakings, and will in due course be embodied in an 
Act of Parliament. The.scheme has not been completed, but 
broadly, it will provide that not more than one-half of the 
damage will be borne, in agreed shares, by the railway under- 
takings concerned, the balance being borne by the Exchequer. 
This may or may not be to our advantage. It depends on the 
total amount of the damage, as under the original agreement 
the amount payable by the railways was the damage in excess 
of £10,000,000 per annum. The liability falling upon us, what- 
ever it may turn out to be, will not be a charge in ascertaining 
net revenue, as Parliament has decided that for all purposes 
it is of a capital nature. In due course proposals for dealing 
with it will be placed before you, but not until the war is over. 
Various ways and means are under consideration, but it is not 
intended to make large reserves during the war for that pur- 
pose. Meanwhile, following a provision of £300,000 in 1940, 
£400,000 has been set aside this year to meet wartime con- 
tingencies generally. 

Results of the Year 

The result to us of the year’s working is an improvement of 
the net revenue compared with 1940 of £544,000. The portion 
of this in respect of the net revenue accruing under the Govern- 
ment agreement, after meeting various items not chargeable to 
the Government account, shows an increase of £340,000, and 
there are gratifying increases of £172,000 from the Northem 
Counties Committee and £32,000 from road and other trans- 
port investments. Of this increase of £544,000, the additional 
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yovision for wartime contingencies which I have mentioned 
ibsorbs £100,000, and the proposed dividend of 2 per cent., com- 
nared with 14 per cent. in 1941, requires £476,000. 


Minister’s Directions 

During the past year action has been taken on many matters 
» directions from the Minister. These directions, although 
limited to the period of Government control, may affect the 
value of our post-war assets or the earning capacity of the com- 
any and must, therefore, and they will, be kept under close 
ud continuous review in case it may prove necessary to take 
steps to protect our position after the war. 

During the year I have had the opportunity of travelling over 
yost parts of the railway and of seeing how the staff is faring 
ind I have been very well satisfied with all I have seen. The 
Minister of War Transport, the Parliamentary Secretary, and 
thers have visited different parts of the railway. They wrote 
to me afterwards to say how glad they had been to see at first 
and something of what we were doing in so many directions 
ind how very favourably impressed they were with all they had 
seen. 

Many acts of gallantry have been performed by members of 
the company’s staff during enemy air raids on our property, and 
during 1941 H.M. the King has been graciously pleased to make 
the following awards: 2 George Medals; 13 British Empire 
Medals; 31 Commendations in The London Gazette. (Applause.) 

During 1941 six Stamp medals for exceptional courage dis- 
played in other directions were awarded to members of the staff, 
two of them being posthumous awards. 


Large Volume of Traffic 

We have successfully carried a larger volume of traffic than 
ever before in our history in the face of many acute operating 
difficulties. In the first place, there has been a very consider- 
ible reduction in new locomotive construction owing to the short- 
ye of labour and materials. The position has been further 
idversely affected by the demands of Government Departments 
for locomotives for use in their establishments and for service 
overseas. We have, therefore, had to meet abnormally large 
requirements with considerably less motive power. To meet 
these abnormal conditions, methods have been adopted to 
increase the availability of the locomotives at our disposal by 
speeding up repairs, revising the regulations governing the main- 
tenance and servicing of locomotives at the depots, reallocating 
ngine duties so as to release the heavier types of locomotives for 
freight work, and by mutual arrangement with the other 
railways, for transfer of locomotives to one another. Some of 
these steps have required heavy expenditure which would not be 
justifiable in normal conditions, but they have been justified by 
the present national circumstances. 

Passenger travel increased substantially, due in the main to 
much new workmen’s traffic and a growth in movement of 
nembers of His Majesty’s Forces. There was also a consider- 
ible increase in merchandise carried, and the loaded wagon miles 
run were considerably greater than those in the pre-war peak year 
f 1929. 

Regular contact has been maintained with Government Depart- 
nents and trade organisations to enable traffic to be worked 
venly and to avoid congestion and wagon detention. No less 
than 258 of our officers are working in liaison with Government 
Departments, and still more can be done to improve the turn- 
ound of wagons and thus secure an even flow of traffic for 
production requirements. 

Due to the congestion of passenger traffic on certain sections 
f the railways in the London area at peak periods, the Minister 
lecided, in order to provide the maximum accommodation in 
the available trains, that first class accommodation on all pas- 
senger services operating inside the London area, and between 
London and certain places outside that area, should be with- 
lrawn and one class trains should be provided in their place. 
the dining-car department, like others, has been seriously 
fected by the shortage of staff resulting from the war situdtion, 
nd considerable difficulty was experienced in manning the 
merous dining cars in service. This, combined with the need 
lor economy in locomotive power and for the provision of more 
wating accommodation on certain long-distance trains, neces- 
sitated the suspension of many dining car facilities in December 
last. It was also found necessary to reduce drastically the 
iumber of-sleeping cars, and the allocation of most of the remain- 
ug accommodation is controlled by the Minister of War Trans- 
port so as to secure priority for those travelling for Government 
nd other essential business purposes. 

There are some people who seem to be unable to understand 
why we have been forced to the regrettable necessity of cur- 
tailing passenger facilities in this way. I have already explained 
to you the problems we are faced with so far as the shortage of 
locumotive power is concerned, and the need for dealing with a 
vast increase in Government and other traffic of vital importance 
or the successful prosecution of the war. The decision to curtail 
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passenger facilities has not been welcome to us though we 
receive letters from some who seem to think we are doing it 
just for the sake of doing it. Even now there are people who 
do not understand what total war requires, and that if we are to 


-win through all considerations of personal comfort must be put 


on one side, and we must devote ourselves to the main task of 
organising our resources—of which the railway is a major one—so 
as to bring the highest striking power to bear on the enemy. 
If people are asked to stay at home unless they have to travel 
for essential purposes, that surely is a reasonable request. If 
they are asked to take their own food with them on a journey, 
that is not much-to ask. We all remember pre-war standards, 
but the only standard now is that we must all pull together to 
win this war. 

Throughout the year the special trains required for the con- 
veyance of troops and military equipment were numerous, and 
I am glad to say were moved without a hitch. These trains often 
interfered with the running of many ordinary long-distance 
trains, which in turn affected the working of local trains ‘far 
away, but this reaction is, of course, avoided wherever possible. 


Claims for Loss and Damage to Goods 


We are suffering in common with other transport undertakings 
from the lowering of moral values which is an unhappy feature of 
all war. Receivers and the ‘‘ black markets ’” are primarily to 
blame for this loss of property, which we have sustained and 
are sustaining, which throws much additional work-on the police 
and traffic staff. Wholesale robbery and petty pilferagé have 
increased and continued to increase until they have now reached 
appalling dimensions. I use the word “‘ appalling ’’ advisedly 
for they are appalling both on account of the monetary loss 
involved and also as an indication of a widespread moral disease. 
One of the saddest features is that some of our mén ‘with an 
untarnished record extending over 30 or 40 years have succumbed 
to the infection and have been detected and subsequently ‘found 
guilty of theft of goods under their charge. The large number 
of new entrants into the service provides a very difficult element 
to deal with. They have not the high traditions and in many 
cases not the same high standards as those who have joined up 
and whose places they have taken. The trade unions and many 
senior members of our staff are co-operating with us in our 
endeavours to fight this grave menace. 


Civil Engineer’s Department 

In the Civil Engineer’s Department work during the year has 
naturally been greatly affected by conditions arising out of: the 
war. The normal peacetime maintenance and renewal programme 
has been curtailed by these and other factors, but the condition 
of the permanent way remains good. Enemy air raids. during 
the winter of. 1940-1941 caused some damage but less than was 
anticipated, and traffic working, as a rule, has been restored 
within a short time of the damage. 

In conformity with the requirements of the Civil Defence 
Act, 1939, protection from air raids has been provided at places 
within areas specified by the Government. Existing premises, 
suitably altered and strengthened, have been utilised where avail- 
able, and a very large number of concrete trenches and surface 
shelters have been constructed. The policy has been extended 
recently to cover all staff stationed at points within specified 
areas. We have certain liabilities to meet for these matters 
which are not chargeable to the Government account and the 
necessary provisions for them have been made in the accounts 
presented to you. 

New works schemes originated by the railway company have 
naturally been less than the peacetime average, and _ those 
authorised before the war which are not required for wartime 
purposes have been postponed. In all matters affecting the 
national effort, close co-operation is maintained with the engi- 
neering departments of other railways and the Government 
Departments concerned to ensure the pooling of technical and 
material resources. 

The Mechanical Department 

The workshops have been very fully occupied on repair work 
of all sorts for the company. In addition, there has been a 
limited amount. of new locomotive and wagon construction 
necessary for the increasing volume of war traffic. It has been 
possible to keep down the number of locomotives under and 
awaiting repair in the workshops to a very low level throughout 
the year, and this has been an all-important factor in meeting our 
domestic requirements for locomotives. To meet these require- 
ments, it has been: necessary to increase the number of staff 
employed in the shops and this has been done by upgrading 
men to higher class work and in substituting women for them 
wherever this is possible. The number of women employed in 
the shops increased fourfold during 1941, and now totals 3,800. 

A large number of our steamships has been requisitioned for 
various Government requirements. Unhappily, we have suffered 
our share of vessels lost, some of them bearing names well known 
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to many of you. The remainder are maintaining our cross- 
channel services with little interruption, despite the extraordi- 
nary conditions prevailing from time to time. 


Scientific Research 

The Scientific Research Department, which was one of the 
more recent developments on the L.M.S.R., has now become 
an integral part of the organisation. When new problems and 
difficulties occur, the officers instinctively think of the research 
department to see what help our scientists can give them, and 
they do not look to them in vain. The reports from the 
department show that their research activities touch almost every 
section of the railway. Since the war began some of our staff 
have left us temporarily to work in various Government Depart- 
ments, where, I may say, their services have been much appre- 
ciated. As a consequence we have had to defer some of our 
longer term investigations, but our scientists have been fully 
occupied with immediate problems and have contributed in many 
ways to the efficiency and safety of the railway in wartime. They 
have helped us to make the necessary economies in labour and 
materials in many directions: for example, by modifying our 
painting schedules so as to protect our structures and rolling 
stock with the minimum of effort. They have found substitutes 
for and new methods to meet shortages of many materials that 
were normally in use. They have helped in the problems that 
have arisen in our production of munitions and in our fuel 
economy campaign. Our A.R.P. measures owe much of their 
efficiency to research, particularly in. our lighting problems and 
in our defence against the possible use of gas. The chemists are 
responsible for the precautions that must be taken in the move- 
ment of the unaccustomed traffics that war has brought with it 
and for all the problems that arise from the mixed loads of 
goods we have to carry. In fact, we realise more clearly every 
day the great advantage this company enjoys in having a good 
research staff, linked with the national research associations, 
which studies the scientific aspects of its problems and is ready to 
help in any emergency. 

Air Raid Precautions 

There has been no slackening of our efforts to improve our 
air raid precaution arrangements, and advantage has been taken 
of the recent lull to overhaul and increase their efficiency through- 
out the system. To combat the danger of incendiary bombs, 
the Government has issued several Orders affecting compulsory 
fire-prevention arrangements, both in the local authorities’ areas 
and on business premises. There were many small and tem- 
porary difficulties in the application of these Orders, but I am 
glad to be able to say that efficient fire-watching a1.d fire-preven- 
tion arrangements for both personnel and equipment now exist 
at all the important centres and properties of the company. I 
welcome this opportunity of expressing to the staff of all grades 
throughout the country our appreciation of the way in which 
they have co-operated in these schemes night after night in 
addition to their normal duties. 

The L.M.S.R. units of the Home Guard have continued to 
increase their efficiency and striking power. The number of men 
is well maintained, although there has been a small reduction 
due to the calling-up of some members for service in the armed 
forces. The line is watched over nightly throughout its length, 
and the L.M.S.R. units have become more closely linked with 
the defence forces of the country and are now an efficient and 
keen fighting force. 

A special endeavour was made during the year to encourage 
the cultivation by the railway staff and others of allotments, 
in view of the urgent necessity at the present time for the pro- 
duction of vegetables. Nine hundred and ten additional plots 
have been let, with an area of 56 acres. The total number of 
allotments on the L.M.S.R. system is now about 20,000, in all 
about 1,200 acres in extent. 


Employment of Women 

The number of women in wages grades has increased con- 
siderably during the past twelve months due to the continued 
drain on man-power. Last year you were told that approxi- 
mately 4,000 women had been engaged in place of men. The 
number has now grown to approximately 13,470, and the 
figures are rising all the time, and they are filling the breach 
with marked efficiency in a varied number of occupations, which 
includes not only the lower grades in the service, but also fitters, 
machinists, signalmen, and carters. In addition, we employ 9,246 
women and girl clerks, many of whom are taking the place of 
men serving with the Forces. 


Select Committee on National Expenditure 

The Parliamentary Select Committee on National Expenditure 
appointed in 1939 issued 26 reports in the 1940-41 session and 
you will doubtless have seen reference: to them or some of them 
in the press. Some of these reports referred to railways, and 
although we always welcome helpful criticisms or suggestions 
that will improve the working of our railway, it has been obvious 
that on many of the railway matters discussed by it, the com- 
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mittee was not in possession of all of the facts. Those who wish 
from various motives, some altruistic and some purely persona] 
to besmirch the good name of the railways and belittle thei; 
achievements have treated findings of the committee which quit, 
obviously did not refer to railways as though they did. In oy. 
case at least they even went to the length of inserting the wor 
‘‘ railways’’ in an extract from a report which did not refe 
to railways at all. 

From time to time complaints have appeared in the preg 
regarding coal deliveries in various districts, and in the early 
part of 1941 much hostile criticism in this connection was directed 
against the railways, both in and out of Parliament. Admit. 
tedly some delays did take place because of abnormally difficy} 
weather conditions and enemy action, but the principal cause 
was the delay, which I am glad to say has now eased a good 
deal though not yet sufficiently, in the clearance of wagons by 
consignees. 

While on the subject of the efficiency of the railways I might 
add that last April the Minister of War Transport appointed , 
committee to report to him on the subject of the working of 
traffic through inter-company exchange junctions and the follow- 
ing paragraph quoted from the report of this committee is of 
particular interest :— 


‘‘ Our investigations have brought to our notice the severe 
strain imposed on the Operating Departments of all the railway 
companies in surmounting the hourly difficulties under which 
operations have had to be conducted in consequence of lighting 
restrictions, air-raid warnings and damage by the enemy. We 
feel that the good work which has been done in conditions 
unparalleled in the history of railway operation has not been 
sufficiently appreciated.”’ 


Thomas Cook & Son Ltd. 

Jointly with the other main-line railway companies, we have 
completed negotiations with the Custodian of Enemy Property 
for the acquisition by Hay’s Wharf Cartage Co. Ltd. (in which 
the four railway companies own a controlling interest) of the 
whole of the issued share capital of Thomas Cook & Son Ltd., the 
well-known tourist ayency. The four railway companies are 
jointly guaranteeing the obligations of the cartage company for 
this purpose. Parliamentary powers are required to enable the 
companies to give effect to these arrangements and a Bill intro- 
duced into Parliament for this purpose will be submitted for 
your approval at the special general meeting to be held on 
Tuesday next. 

Post-War Reconstruction 

The close of the war will bring with it many new problems 
gravely affecting the future of railways, and to consider these, 
which include, of course, the replanning of the company’s 
property that has been damaged, and in many cases destroyed, 
by enemy action, the Chairmen of the four main-line railways 
and the London Passenger Transport Board have set up a com- 
mission of inquiry. The work, as you will easily appreciate, is 
one of vital importance, not only to the railways themselves, bit 
to the whole community. Transport is an integral part of every 
aspect of our lives, and the future prosperity of this country will 
depend very largely on this one factor.. We are very hopeful 
that from the inquiry which has been instituted much that will 
be helpful and valuable will result. 

The past year has been for all of us one of exceptional diffi- 
culty and strain. You will have observed from what I have 
said in my speech that the railways have had their full share 
of the troubles and anxieties brought about by the war. These 
troubles and these anxieties have been met and dealt with by 
our people with a magnificent spirit of determination and 
courage. Here and there we have had to cope with mis- 
understandings and some human failures—even railwaymen att 
not all infallible nor all perfect—but taken as a whole our 
organisation has come through these testing times most creditably 
and well. Our President, Sir William Wood, the Vice-Presi- 
dents, and Chief Officers, and those others who perform respon- 
sible duties at headquarters have given of their best, and their 
best is very good indeed. Only those who have seen their work 
from the inside can appreciate to the full what they have done 
what they are doing, and what I doubt not they will continue to 
do. I wish also to make special mention of those. who are 
keeping the flag flying all up and down the line. Their diff 
culties have been many and at times have seemed insuperable: 
but each as it came along was tackled with skill and courage 
Obstacles that in peacetime would have been considered as 
insurmountable have been brushed aside and work carried on 4s 
usual. 

There have been some cases—I am glad to say small in. rela- 
tion to the whole—of slackness and avoidable absenteeism, and 
*these thoughtless acts of the few impose a heavier burden on the 
great mass of our staff whose loyalty to the country has made it 
possible for our vital communications, so necessary now, to catty 
on in spite of the difficulties I have mentioned. 

In many cases our staff have had to work in difficult and 
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dangerous circumstances—air raids, blackout, and the rigours of 
severe Wintry weather have all contributed to these difficulties. 
[take this opportunity on behalf of the stockholders of expressing 
our appreciation and grateful thanks. 

[ now -move:—‘“‘ That the report now read, with the state- 
ment of accounts, be adopted.’’ I will ask the Deputy Chairman 
to second that resolution. 

Sir Robert Burrows (Deputy Chairman): I beg to second the 
,doption of the report. 

The Chairman: Before I put the resolution to the meeting, | 
shall be glad to afford the usual opportunity for any observations 
you may have to make and I will ask each speaker please to give 
his name. When I say ‘‘ observations ’’ I must remind you that 
[ have had to be very careful in the speech which I have just 
given you that no information of value to the enemy should be 
disclosed, and it may well be that you would put questions to 
me in the ordinary way which under the same restriction I cannot 
inswer. It may also mean that you might make statements about 
particular happenings in particular places at particular times, 
which under the circumstances are inadvisable. I just give you 
that reminder to show you that we are meeting today in con- 
litions that we have not had to meet in pre-war times, and with 
that warning to you I shall be very glad now to hear any 
comments or speeches that you may wish to make. , 


Remarks of Stockholders 


Mr. W. J. Stevens said he was sure the meeting and all 
stockholders not present desired to associate themselves com- 
pletely with the noble tribute the Chairman had paid to Lord 
Stamp The stockholders were also particularly grateful to Sir 
Thomas Royden for stepping into the breach at a most difficult 
time, and taking over a burden of great responsibility under the 
most trying conditions and at very short notice. 

Councillor John Wilson, J.P. (Church, Accrington) said that 
when the dark clouds had fallen over Europe and it was unsafe 
to invest money abroad, the financiers’ vested interests, through 
the Railway Finance Corporation, had decided to unload £27 
millions on railways. It brought the stock down to £10, and 
those poor people who had been trying to live on their interest 
had to go on the public assistance and sell their stock. The 
stock has now risen to £18. It would have another relapse. 
Thomas Cook & Son Ltd.’s assets were mainly in the hands 
of the enemy. Railway stocks today were tangible assets; they 
were solid securities; but other things that were in the hands of 
the enemy, like the assets of Thomas Cook & Son Ltd., were not. 
He objected to this charity, brotherly love, or it might be a 
financial wangle. He was sorry for the shareholders in Thomas 
Cook & Son Ltd., but the question was, could they afford to be 
so charitable ? 

Section 91 of the Companies Clauses Act stated that it was not 
nly the privilege of the company in the annual general meeting, 
but its duty, to fix directors’ fees and the Secretary’s salary. 
Not even the Minister of War Transport had a right to arrange 
with directors how much fees they should take and not disclose it 
to the meeting. He thought it might be satisfactory if a state- 
ment or a declaration was made by the Chairman as to the 
umount taken in directors’ fees and the secretary’s salary. 

He felt that the Government would give to the stockholders 
1 square deal. It is now a public service of national importance 
which should not be exploited on the Stock Exchange as a 
speculation and a general gamble. He thought it high time 
that the Government went into the nationalisation of not only 
the railways but all modes of transport, including coastwise 
shipping. He criticised railway directors for voting in the House 
of Commons on matters affecting the railways. He was going to 
suggest publicly, that if the Government took over British rail- 
ways it should cut out the gambling and speculative element. 
The Chairman: This matter does not arise out of the motion 
fore the meeting. It is out of order. 

Councillor Wilson continued to the effect that he would not 
accept the balance sheet in its present state unless the Chairman 
made a declaration as to directors’ fees. He was going to oppose 
the purchase of Thomas Cook & Son Ltd. 

Mr. Charles Gardner said he had written asking whether the 
company would grant him an allotment, for which he would pay 
inominal rent. He had not received a reply. 

Sir Charles Stuart Williams endorsed the tribute to the late 
Lord Stamp, and also the Chairman’s tribute to the staff, 
including those at the head of the direction, in their conduct 
of affairs during very difficult years. One felt, indeed, that 
the average had been high, but that the high spots of their 
behaviour had been marked by courage and devotion to duty 
which were really beyond all praise. It was all the more to be 
regretted that there had been an outbreak of pilferage and petty 
thieving. This was one of the features of a wartime economy 
which disgusted and dismayed everyone, and he hoped the time 
was not far distant when both the Government and the press 
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of this country would institute and maintain a sort of local 
calendar in which all those offences against the national effort 
were pilloried. He also referred to the lack of information from 
which stockholders suffered. Railways were not quite in the 
same position as ordinary private trading companies, but one had 
to make some comparison, and whereas in the case of an ordi- 
nary trading company one could always refer to the manufac- 
turing or trading profits and deduce from that gross profit 
the amount of business done, and the amount of profit earned, 
or which would have been earned in normal times, and in that 
way gauge the value of the sacrifice which that company was 
making in the national interest, that could not be done in the 
case of the railways. Was it really contrary to national interest 
that the immense work done by railways as represented by their 
enhanced traffic should be entirely concealed? He did not know 
what was meant by the reference to what were called Minister’s 
directions, but it was a little unsettling, and the more so because 
one had the feeling that this lump sum or rental which was now 
being paid to the railways was almost certainly going to be 
accepted as a sort of ceiling. The fact that the actual amount 
due under the 1921 settlement was noted conveyed very little 
in the way of a definite assurance for the future. It was to be 
hoped that something more specific and something more definite 
would be afforded by the Government to relieve stockholders’ 
anxieties on that point. As to war damage, the companies were 
left with an indefinite liability, and although he did not think it 
would be as heavy as some thought, it was very much in the 
public mind. 


The Chairman’s Reply 


The Chairman: Unless any other stockholder wishes to make 
any observations, I will now put the resolution. 

The resolution was put to the meeting and declared carried 
unanimously. 

The Chairman: Before we come to the second resolution, 
Mr. Wilson raised some points. 

A Stockholder: On a point of order: certain questions were 
addressed to you. Do you intend to reply to them? 

The Chairman: Yes, I am going to do so. First of all, may I 
thank you, Mr. Stevens, from the bottom of my heart for the 
very kind things you said about my predecessor. As you very 
justly remarked, to be Chairman of this great company under 
these conditions and in these times is a very great anxiety and 
an extremely heavy load. I would like to take this opportunity 
of assuring you that I give almost the whole of my time, my 
thought, and such poor ability as I may have in the service of 
this great company. 

Now, Mr. Wilson, I would like to dispose, or try to dispose, 
of certain misgivings that you have expressed in your speech. 
On this question of the Railway Finance Corporation loan; the 
money was borrowed at 3 per cent. As far as this company is 
concerned, it has suffered no financial loss over that. As to 
Cooks’ purchase, you thought perhaps it was either a wangle 
or a charity. Believe me, it was neither. It was a pure matter 
of business. As you know, Cooks’ position was difficult due 
to the war, but it had a great tradition and it had an enormous 
organisation and a machine for getting business. We all hope, 
and I think with reason believe, that this war will not last for 
ever, and it was the view of the railway companies that it would 
be a pity to let that organisation break or fall into the hands of 
some undesirable competitors. The price paid for it was very 
small indeed. On the question of directors’ fees, these, of 
course, are settled by the proprietors, and the form of the 
accounts is as laid down by statute. We are strictly bound, as 
you, Councillor Wilson, and probably everybody in this room 
knows, by statute as to the form in which the accounts are 
rendered. As I think you know, the amount that was voted 
to the directors by the stockholders for years past has not been 
taken in full, or anything like in full. The directors voluntarily 
surrendered a very large proportion of their emoluments. 

Councillor Wilson: What is the amount, Mr. Chairman? 

The Chairman: That is a domestic matter for the directors, 
Councillor Wilson. 

Councillor Wilson: Mr. Chairman, I must challenge that. 

The Chairman: There are no salaries paid to the directors. 
I remember you raised that point once before. No director is in 
receipt of a salary. Their total remuneration is that amount 
which was voted to them by the stockholders, less the amount 
they have voluntarily surrendered. 

Councillor Wilson: It is the amount we want to know. 

The Chairman: Do you mean the amount we are actually 
drawing or the amount voted by the stockholders? 

Councillor Wilson: We want to know the amount of directors’ 
fees or gratuities in conformity with Section 91 of the Companies 
Clauses Act, which is still in force and which governs all railways 
in the country. Under Section 91 it is necessary to declare or 
print on the balance sheet the amount of money taken by the 
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directors; and the Secretary’s salary must be declared. It is a 
very technical point, but we are entitled to the protection of that 
Act under which we invested our money. 

The Chairman: To relieve your mind, Councillor Wilson, and 
the minds of those of the stockholders present who have any 
disquiet about it, the amount the stockholders voted as remune- 
ration to the directors is £35,000 per annum, and the amount 
the directors actually take is £25,000 per annum. They surren- 
dered £10,000 entirely voluntarily in view of the situation. 

Councillor Wilson: Now the Secretary’s salary, please? 

The Chairman: I will read you an extract from the Scheme of 
Incorporation dealing with that. It says: ‘‘ In addition to the 
powers which the directors of the company may exercise under 
the Companies Clauses Acts, 1845-1889, or otherwise, they may 
from time to time determine the remuneration of the Secretary 
of the company.’’ It is a matter for the directors and not for 
discussion here. 

Councillor Wilson: Then you directly challenge Section 91 of 
the Companies Clauses Act; or in other words, it has been 
repealed specially for this company or the directors. I do not 
think it has been repealed specially. 

The Chairman: Councillor Wilson, that is my ruling, and the 
matter has been sufficiently discussed, [ think. We note your 
views, and that is all I have to say about it. 

A gentleman raised the question of an allotment. Why he has 
not had a reply to his application I do not know, but I promise 
he will have one within a very short time. 

Sir Charles, as to the point you raised about traffic returns, 
at the moment we are specifically prevented or prohibited by the 
Minister, under whose orders we are, from giving any figures. 
I believe there is an agitation in Parliament to get them. My 
impression is that the Government has made some sort of 
promise that it will produce a White Paper giving the figures. 
It may even be that it will give us permission to publish 
them, but in the meanwhile we cannot do anything on that 
matter. War damage is a very difficult question and a question 
about which all of us, naturally, are very concerned, for two 
reasons; the first is that we do not know exactly, until the Bill 
that is coming before Parliament becomes an Act and is passed 
into law, exactly how we are going to be treated, and still less, 
of course, do any of us, either here or elsewhere, know what 
that war damage is likely to amount to. We have ample pro- 
vision for what has occurred so far. What will occur in the 
future, of course, nobody knows. The general idea is that it 
should not be treated as an incidence of any one particular 
year but the weight of it should be spread over a period. Refer- 
ence was made to the clause about the Minister’s direction. In 
all sorts of small ways and in some big ways we do things now at 
the direction of the Minister on grounds of war necessity. To 
the extent that those are done purely on those grounds and not 
for the economic benefit of the railway we expect to be recom- 
pensed later on. I have nothing in particular in mind. I could 
give you dozens of cases; all the time there is some little thing 
here and some little thing there. That is all I have to say on 
that, therefore I will now go on to the next resolution. 

Mr. H. D. Leather: Before you proceed, Mr. Chairman, may I 
be allowed to say, as one who has attended very many hundreds 
of meetings, that I want to place it on record that I think 
you have been gravely out of order in the way you have dealt 
with this resolution. I have been to many meetings, and the 
procedure is this: the Chairman makes his speech; he then 
proposes the resolution; he asks for questions; he replies as far 
as he is able or as far as he deems it advisable to reply to 
those questions, and then he puts the resolution; because the 
vote of many of those present here does depend on the replies 
he gives to those questions. I do suggest that the action you 
have taken this morning is out of order, and I do trust it will 
not be repeated by you or by any other Chairman. It has not 
been done at any other meeting I have ever attended yet. 

The Chairman: The answer to what the last speaker has said 
is that there is no legal obligation on me to answer any questions 
at all. 

Mr. Leather: Then why ask for them? 

The Chairman: As a matter of courtesy. The fact that I 
did not answer the questions that were put before the resolution 
was passed was quite an oversight and has no bearing on the 
matter. 

Now I come to the second resolution, which is this: ‘‘ That 
final dividends for the year ended December 31 last be hereby 
declared (less income tax) as follows: £2 per cent. on the 4 per 
cent. guaranteed stock, £2 per cent. on the 4 ver cent. preference 
stock, £2 10s. per cent. on the 5 per cent. redeemable preference 
stock (1955), £2 per cent. on the 4 per cent. preference stock 
(1923), and a dividend for the year of £2 per cent. on the 
ordinary stock.’’ 

I will ask Sir Robert Burrows to second the resolution. 

Sir Robert Burrows (Deputy Chairman): I have very great 
pleasure in seconding the resolution. 
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The resolution was put to the meeting and declared cayyie, 
unanimously. 

The Chairman: I beg to move: ‘‘ That the Rt. Hon. Lor 
Aldenham, David Martyn Evans Bevan, Esq., Sir William Gy, 
Granet, G.B.E., and George Reginald Thomas Taylor, Esq., }; 
and they are hereby re-elected Directors of the company.” ~ 

Councillor Wilson: Put them one at a time, Mr. Chairman, | 
may want to vote for some and not for others. 

The Chairman: I will now ask Sir Robert Burrows to second 
the resolution. 

Councillor Wilson: I asked, Mr. Chairman, that they be put up 
individually. I may want to vote for three but against the other 
Put them individually, Mr. Chairman. 

The Chairman: All right. I propose first that the Ri Hon 
Lord Aldenham be and is hereby re-elected a Director of th, 
company. 

Sir Robert Burrows: I second that. 

The resolution was put to the meeting and declared cavvied. 

The Chairman: I propose that David Martyn Evans Bevan 
Esq. be and is hereby re-elected a Director.of the company. 

Councillor Wilson: What age is he? 

The Chairman: Mr. Wilson, he is so much younger than you! 

Councillor Wilson: I am too old to be a director. 

Sir Robert Burrows: I beg to second that resolution. 

The resolution was put to the meeting and declaved cavried 

The Chairman: I beg to move that Sir William Guy Granet 
G.B.E., be and is hereby re-elected a Director of the company 

Sir Robert Burrows: I beg to second that resolution 

Councillor Wilson: Mr. Chairman, with all due respect t 
age, there is a time when we all become extinct volcanoes 
1 hope Sir Guy Granet will not think I am wilfully unfair, but it 
I live to be anything like that age I should be very pleased 
indeed, but I should not like to be handling a huge organisation 
like this. I do think that as they have got to retire from th 
Bank of England at 65; the engine-driver has got to retire; the 
porter has got to retire; but we let the directors go on another 
five years. With all due respect to a man who has been a good 
servant and a genius in his day, I must object to any director 
over the age of 70 years. Even if we are defeated, I respectfully 
ask for a poll on this particular point. 

The Chairman: I thank you for the moderation of your 
remarks, Mr. Wilson; I know that what you want to assert is ; 
principle and not to make any personal attack upon Sir Guy. 

Councillor Wilson. Exactly. 

The Chairman: In justice to Sir Guy Granet I will explain 
to you the conditions under which Sir Guy has allowed his name 
to come forward for re-election. They are these: as you very 
rightly remark, Sir Guy has, if not an absolutely unique 
nearly a unique, experience of railway operation. He rose, as 
you know, to be General Manager of the Midland Railway 
He then went over to the other side, the administrative side 
and he became Chairman of that railway and, later on, Chairman 
of this company. His experience is very remarkable, and at this 
juncture I am extremely unwilling not to have him to appeal to 
on certain questions on which he is particularly well qualified 
to speak. Sir Guy did not wish his name to be submitted for 
re-election. I asked him personally, for reasons that I have 
given you, that he would for the time being at all events with- 
draw his objection, and he has left it this way, that he wishes 
to retire when the opportunity comes. His resignation is 
formally in my hands, and I have no wish whatever to imposé 
on his good nature (because it is an imposition, in a way, to ask 
him to continue his official connection with this company) after 
the moment when I can comfortably say ‘‘ Well, now you can 
go.’’ I ask you, Councillor Wilson, with that explanation, not 
to press your objection. We will take note of that objection 
as an objection on principle, but for the reasons I have given 
you I ask you to withdraw your objection in this case. 

Councillor Wilson: I think it is not fair to Sir Guy Granet t 
ask him to continue when he has reached his allotted span o! 
life. _I hope Sir Guy Granet lives long to enjoy some rest and 
remuneration for his long and faithful service, but it is not fair 
to Sir Guy Granet himself to ask him to continue. The position 
should be filled by a younger man. I do not want anyone t 
think that I have other than the greatest respect for Sir Gui 
Granet, but my principle is: let us have some young men. 

The Chairman: Unfortunately, I must still ask you to with- 
draw your objection in this case. May I put it then that Sir 
William Guy Granet be and is hereby re-elected a Director of this 
company ? 

Councillor Wilson: A poll has been demanded. It is not 4 
question of do we win or do we lose. Surely we have the 
competence to look after our own business. 

The Chairman: All right. Councillor Wilson, I expect you 
approve of democracy and the democratic ideal that the will 0 
the majority should prevail. I can assure you now 

Councillor Wilson: You have asked me a question, Mr 
Chairman. You asked me if I approve of democracy. 
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[The Chairman: I can proceed to tell you that a vastly larger 
number of stockholders have given their proxies in favour of 
the directors’ suggestions than you can possibly summon against 
them. That is why I say that in those circumstances, surely, it 
is reasonable to ask you not to press this matter. It is just a 
waste of time, as you know. 

Councillor Wilson: I quite agree, but it is a highly technical 
point that you and'I are discussing. We have to re-assemble even 
if we lose. The meeting must be adjourned on that point. 

The Chairman: No, no, no, you cannot do that. Then you 
press for a poll? ; 

Councillor Wilson: Yes, I have to on that point. 

‘~he Chairman: The position now is that a stockholder has 
demanded a poll, which it is his common law right to demand, 
on this question of the re-election of Sir Guy Granet. In order 
that we may count the votes, will those in favour of Mr. Wilson 
go out through the door on my right and record their votes: 
and will those in favour of the policy of the directors and of the 
re-election of Sir Guy Granet go out through the door on the 
other side and record their votes, walk round the galleries and 
return through the main entrance? 

Councillor Wilson: When will the meeting for the declaration 
be held? Not less than 14 days? 

Sir Charles Stuart Williams: Could not we include the rest of 
the directors before we divide? 

The Chairman: Yes. I now beg to propose that Mr. George 
Reginald Thomas Taylor be and he is hereby re-elected a director 
of the company. I will ask Sir Robert Burrows to second that 
resolution. : 

Sir Robert Burrows: I have very great pleasure in seconding 
that 
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The resolution was put to the meeting and declared carried. 
Sir Charles Stuart Williams: I beg to move: ‘‘ That Sir 
Nicholas Edwin Waterhouse, K.B.E., be and he is hereby 
re-elected an Auditor of the accounts of the company.”’ 

Mr. Stevens: I shall be glad to second that resolution. 

The resolution was put to the meeting by Sir Charles Stuart 
Williams. 

The Chairman: I declare the resolution carried. It only 
remains, therefore, to take a poll. 

Councillor Wilson: When will the meeting for the declaration 
take place, Mr. Chairman? It is necessary under the statute. 

The Chairman: We can do it now. 

Councillor Wilson: I do not think that is admissible under the 
statutory powers which you or I have. 

The Chairman: What do you want to know? 

Councillor Wilson: We cannot finish the meeting until I or 
my scrutineers have inspected your proxies. It is not a questiop 
of how many we have. It is a matter of principle that we are 
fighting for, that men must retire at 70. 

The Chairman: In answer to your question about this meeting, 
if you still press for it I will have the meeting at Euston at noon 
next Friday, and the business will be strictly confined to the 
bare announcement of the result of the poll, but that is all, 
Mr. Wilson. 

Mr. Gardner: Shall we get a notification of that meeting 
through the post? 

The Chairman: No, this is the notification now—at. noon next 
Friday over at Euston. 

A poll was taken in accordance with the Chairman’s. direc- 
tions. The meeting stood adjourned till Friday, March 13, at 
12 noon at Euston Station. 








MERSEY RAILWAY COMPANY 


Revision of control agreement—Annual payment to company— 
Benefit of electric service—A.R.P. arrangements—Tribute to staff 


rhe annual meeting of the Mersey Railway Company was 
held on March 10, at Winchester House, 100, Old Broad Street, 
London, E.C.2. Mr. John Waddell, Chairman of the company, 
presided. : 

The Chairman, presenting the report and accounts, said: I 
presume we shall, as usual, hold the report and accounts as 
read, and I beg to move: ‘‘ That the report and accounts be 
received and adopted and a dividend at the rate of 2 per cent. 
be- declared on the consolidated ordinary stock.”’ 

The accounts are again issued in the modified form approved 
by the Minister of War Transport. This year, in order to 
conserve paper, we have departed from our usual practice of 
issuing the full report and accounts to the stockholders, and 
have issued the directors’ report, together with a summary of 
the result of the year’s working. The financial arrangements 
with the Government, as outlined in Cmd. Paper 6168, have 
been modified, as provided for in Clause 11 of that Cmd. Paper, 
which provides that the Ministry of War Transport or the rail- 
way companies and the London Passenger Transport Board 
jointly may, after the end of the year 1940, propose revision of 
the arrangements then made. ; 

In view of the Government’s decision to introduce legislation 
placing the public utility undertakings on the same basis as to 
war damage and in pursuance of the policy announced by the 
Chancellor of the Exehequer of minimising the impact of 
increased costs of transport on the prices of essential goods and 
services, the Government and the four amalgamated railway 
companies and the London Passenger Transport Board have 
reed that the existing financial arrangements should be modi- 
fied and, as a result of negotiations, the arrangements have been 
revised Under the revised arrangements, fixed annual pay- 
ments are to be made from December 31, 1940, by the Govern- 
ment, and as from that date the net result of the pool is for 
the account of the Government which will receive any surplus 
and make good any deficiencies. Under the new agreement the 
fixed annual payment to your company will be the sum of 
£109,976. ; 
The net revenue for the year after providing for contingencies 
is £105,934 and permits of a dividend of 2 per cent. on the 
ordinary stock. : 

It is not possible to quote figures due to the operation of the 
Government control. There is no doubt that the through electric 
service between Liverpool and the Wirral Section of the 
L.M.S.R., which was inaugurated in March, 1938, has proved 


of considerable benefit to the travelling public. and. incidentally 
to the company. 

The arrangements made in connection with air raid precau- 
tions have proved quite satisfactory during the past year and 
the staff have generally co-operated in a very. commendable 
manner in working the business premises. fire watching duties, 
which scheme was brought into operation on the railway on 
Kebruary 8, 1941. Arrangements have been made with the local 
authorities during the year for James Street and Hamilton 
Square Stations to be used. for accommodation of shelterers. 
\ large number of people use the stations nightly and the local 
\uthorities have, as provided for in the Civil Defence Act, 1939, 
issumed the responsibility of the control of the shelterers and 
have provided bunks, sanitary conveniences, first-aid and medical 
posts, and refreshment kiosks. 

Under the present conditions it is not easy to prophesy what 
will take place in the future. Building development in the area 
served by the railway has been discontinued on account of the 
war, but no doubt this will be resumed after the war, with 
renewed vigour. 

rhe past year has been a difficult one for the whole of the 
staff, and we thank them all very sincerely for the splendid 
way in which they have carried on. The greatest praise is due to 
those who have kept the train service going through air raids 
and ‘‘ blitzes,’’ which requires courage of the highest order. 
rhese efforts are all the more praiseworthy as many of the staff 
have suffered heavy damage to their homes and have had to 
improvise to’ keep their home-life going. Four members of the 
staff have met their death due to enemy action, and we offer our 
deepest sympathy to those whom they have left behind. The 
war has brought many new problems and difficulties, but with 
the close co-operation of all concerned these are being overcome 
with resourcefulness and energy. Many members of our staff are 
serving with H.M. Forces, and I do not think we can too warmly 
recognise the services which these men are rendering to their 
country at the present time. They may rest assured they have 
our best wishes for their well-being and are not forgotten by 
those at home. 

The report and accounts were received and adopted and a 
dividend at the rate of 2 per cent. was declared on the consoli- 
dated ordinary stock. 

Mr. A. D. C. Parsons and Mr. Cutler A. Jones, the retiring 
Directors, were re-elected, and Mr. A. D. Walker, F,C.A., the 
retiring Auditor, was also re-elected, 
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LONDON & NORTH EASTERN RAILWAY COMPANY 


Better appreciation of railway difficulties— Further curtailment likely of passenger 
facilities Wage rates and cost of living—Railway control agreement—Rental 
pact not generous—Standard revenue rights safeguarded—Railways and war 


damage 


Liability a post-war problen—-Thomas Cook & Son Ltd. acquisition 


Liability of Hay’s Wharf Cartage Co. Ltd. 


rhe annual general meeting of the London & North Eastern 
Railway Company was held at Grosvenor House, Park Lane, 
London, W., on March 6, 1942. Sir Ronald W. Matthews, Chairman 
of the company, presided. 

The Secretary (Mr. P. J 
convening the meeting, 

The Chairman said: My Lords, Ladies, and Gentlemen: You 
will have observed with deep regret the intimation in the report 
of the heavy loss sustained by the company by the death of our 
Chief Mechanical Engineer, Sir Nigel Gresley, and of Mr. H. H. 
Mauldin, Divisional General Manager, Southern Area. Each of 
these gentlemen ‘in their respective spheres rendered inestimable 
service. Sir Nigel Gresley was known throughout the world as an 
outstanding expert in steam locomotive design, and it is due in 
yreat measure to his genius that this company’s engines enjoy their 
sterling reputation. Both he and Mr. Mauldin, men of strong 
personality and outstanding vigour, possessed the happy gift of 
imparting their enthusiasms to others and inspiring al! those who 
worked with them 

Once more, for reasons which I explained fully last year I regret 
that stockholders must be deprived of the review of the company’s 
business which in normal times accompanied the report and accounts. 
Had that review been written, it would have presented an enthralling 
instalment of the epic story of how the railways took their share 
of the burden of war. From every rank of the company’s service 
has come unstinted contribution of brain and muscle to meet the 
ever-growing needs of our expanding industry. There have been 
many outstanding examples of devotion to duty and stockholders 
will have read with satisfaction that His Majesty the King has 
been graciously pleased to recognise the gallantry of no fewer than 
35 of the company’s staff. The awards are two Memberships of 
the Order of the British Empire, seven George Medals, twelve 
British Empire Medals and fourteen expressions of commendation. 

The London & North Eastern Railway Medal which the directors 
instituted to mark acts of signal courage and resource not performed 
in connection. with enemy action has been awarded to three 
inembers of the company’s staff. 

It will be a matter of satisfaction to all railway stockholders 
that there is to-day, by press and public, a greater appreciation of 
the services being rendered by the railways to the community, and 
a better understanding of the difficulties with which the companies 
are faced. The reasons for the comparatively minor inconveniences 

I use that phrase advisedly—which the travelling public has to 
suffer after 2} years of war, have been so fully explained that there 


Dowsett), having read the notice 


is little for me to add, except a warning that as freight movements 
by rail increase, as they inevitably must, so of necessity must 
passenger facilities be curtailed. It is, I think, worth impressing 
on the public as a whole, that there are in these days journeys of 
great urgency to be undertaken, and that a thoughtless traveller, 
journeying without due cause, may well exclude ‘another whose 
inability to travel may have far-reaching effects. Lack of con- 
sideration on the part of the travelling public to-day may well 
compel the adoption of drastic restrictive measures which, with 
the good will and co-operation of all concerned, it may be possible 
to avoid or at least to mitigate 


Increases of Pay to Staff 


\t the end of 1940 railway staff were in receipt of war advances 
in pay at the following rates—salaried staff, £18 per annum, 
conciliation staff, 7s. a week, and shop staff, 8s. a week. As a 
result of Decision No. 7 of the Railway Staff National Tribunal, 
the war advances of salaried staff and conciliation staff were, on 
and from January 6, 1941, increased to £28 per annum and IIs. a 
week respectively. The war advance of shop staff was increased 
to 12s. a week on and from January 6, 1941, by agreement of the 
Railway Shopmen’s National Council. Claims for further increases 
in pay were submitted towards the end of 1941. The claims in 
respect of salaried and conciliation staff were heard by the Railway 
Staff National Tribunal on February 16 and 17, 1942. The decision 
of the tribunal has not yet been issued. Claims for increased wages 
for railway shop staff are at present the subject of negotiation. 

At the end of 1941 over 22,000, or approximately 12} per cent., 
of the company’s pre-war staff were serving with H.M. Forces or 
giving full time service in Civil Defence organisations. It is with 
profound regret | have to inform you that the latest reports we have 
received show that nearly 200 of the men whom we released for 


service in the armed Forces have died or have been killed in action. 
Nearly 300 others are prisoners of war or have been reported missing 

At the end of 1941 the company was employing over 21,000 
women, more than half of whom were working in positions which 
had previously been occupied by men. They are performing their 
duties efficiently and well. 

Wage Rates and Cost of Living 

I ventured, in the course of my address last year, to utter a few 
words of warning in regard to the failure of the Government at that 
time to exercise adequate control over the rising cost of living with 
its consequential effect on wage rates. That the warning was not 
untimely is evidenced by the steps which have since been taken by 
the Government to control the cost of living, including the elimina- 
tion from the railway agreement of the clauses under which increased 
costs of operating were to be recovered from the traveller and the 
trader, as to which I shall have something to say at a later stage. 
But there is still no evidence that the Government is prepared to 
face up to the corollary of a controlled cost of living, which isa 
coherent wage policy. Although the tendency to inflation may be 
retarded for the time being, there is a grave danger, if wages con- 
tinue to rise, of purchasing power in the immediate post war period 
being so much in excess of the amount of consumer goods available 
that an alarming rise in the level of prices will result. 


Financial Results for the Year 

As I mentioned to you last year, there are no figures of gross 
receipts of individual companies available in respect of the various 
classes of traffic. The receipts and expenses of the controlled under- 
takings continue to be pooled but under the revised financial 
arrangements with the Government the net result of the pool is for 
the account of the Government, which will receive any surplus and 
make good any deficiency over or below the fixed annual payment 
of £43,468,705. The company’s share in this annual payment is 
£10,136,355 to which must be added the net result of transactions 
not coming within the scope of the pool. This amounts to £510,672 
and is derived mainly from our interests in bus and road haulage 
companies. The total net revenue is, therefore, £10,647,027 which 
is an increase of £296,035 or 2-86 per cent. over the net revenue of 
1940. The balance brought forward from the previous year was 
£85,341, making the total sum available for distribution £10,732,368. 

After providing for all fixed charges, the payment in full of the 
dividends on the guaranteed stocks and setting aside £300,000 to 
the fund for contingencies, the directors propose to pay full dividends 
on the 4 per cent. first preference stock and the 5 per cent. redeem- 
able preference stock (1955). This leaves a balance of £1,657,552 
which enables a dividend of 23 per cent. to be paid on the 4 per 
cent. second preference stock and an amount of £86,675 to be carried 
forward 

The Railway Control Agreement 

You will be aware that the agreement between the Minister of 
War Transport and the controlled railway undertakings has been 
finally adjusted and you will no doubt have seen the full text of 
that agreement which, as a draft, is annexed to the Railways Agree 
ment (Powers) Order, 1941, published as Statutory Rule & Order, 
1941, No. 2074. This agreement revises in certain material par- 
ticulars the original financial arrangements outlined in the White 
Paper (Cmd. 6168). I need not refer in detail to those original 
arrangements since I fully covered that ground when addressing 
you last year and the previous year, but you will require from me 
some account of the negotiations leading up to the revisions which 
now have been agreed and some explanation of their effect In 
order that you may appreciate the history of the negotiations and 
the effect of the revisions, | should remind you of three salient 
features of the original arrangements, namely : 

(1) Revenue receipts and expenses of the controlled undertakings 
(excluding certain items) were to be pooled and payments, amounting 
in all to approximately £394 millions, were to be guaranteed by 
H.M. Government. After payment of these guaranteed net 
revenues, the balance in the pool up to approximately £434 millions 
was to be shared between the controlled undertakings in certain 
proportions, and over that figure was to be shared equally with the 
Government until the controlled undertakings had been paid approx!- 
mately £56 millions when the ultimate balance (if any) was to be 
for the Government Account. 

(2) The cost of restoring war damage up to a maximum 
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of {10 millions in any year was to be charged to revenue 
expenditure. 

(3) Rates, fares, and charges were to be adjusted to meet varia- 
tions in working costs and certain other conditions arising from the 
war , 

In my remarks to you last year I drew attention to the fact 
that the Government had introduced a War Damage Bill dealing with 
the question of compensation for war damage on a national basis 
and stated that, although public utility undertakings (including 
railway undertakings) were excepted from the Bill, it was understood 
that legislation on similar lines to cover such undertakings would 
shortly be introduced, and in consequence, the Government had 
intimated that in its view some revision of the agreement would 
be necessary. As you are aware, the Bill reached the Statute 
Book as the War Damage Act, 1941, but I propose to postpone 
my remarks on that Act in relation to railway companies until 
later in my address. 


Negotiations with the Government 

To revert then to the agreement ; in June of last year the Minister 
of War Transport approached the four main-line companies and the 
transport board with a view to a revision of the original financial 
arrangements which had been embodied in a draft agreement on 
two grounds: First, because war damage was now dealt with on a 
national basis, and secondly, because the Government’s declared 
policy of stabilisation of prices cut at the basis of the existing 
arrangements for the adjustment of fares, rates, and charges to 
meet variations in working costs and certain other conditions arising 
from the war. The railway companies and the transport board for 
their part recognised that, in view of these factors, changes in the 
existing agreement were inevitable, and in the negotiations which 
followed, H.M. Government insisted that any revision must take 
the shape of a fixed annual payment by H.M. Government to the 
controlled undertakings in lieu of the pooling or sharing arrange- 
ment established by the existing agreement. 

That convenient phrase, “ the national interest,’’ requires that 
no more should be disclosed as to the course of the negotiations, and 
I will therefore content myself with saying that after prolonged dis- 
cussion a final offer was received from the Government to fix the 
annual payment to the four main-line companies and the transport 
board at £43 millions. This offer, I need hardly say, received the 
full and most careful consideration from the boards of the under- 
takings concerned and, after weighing up all the pertinent factors 
involved, they decided that within the framework laid down by 
the Government no better terms were obtainable and that the offer 
was one which in all the circumstances must be accepted ; it was 
agreed that this annual sum would be divided among the five under- 
takings in certain proportions ; this company’s proportion is, as I 
have already stated, £10,136,355. In coming to this decision, the 
boards had to bear in mind the fact that, although the £43 millions 
could not be taken as representing the existing or potential earning 
capacity of the undertakings, nevertheless contingencies might 
arise substantially affecting that earning capacity, such as, for 
example, invasion, or a decline in traffics in the last years of control. 
In this latter connection it should be noted that the revised agree- 
ment provides that the payment of this annual sum is to be made 
for the whole remaining period of control of the railway under- 
takings and that the agreement expressly stipulates that control 
will be continued for a minimum period of one year after the cessa- 
tion of hostilities. I should add that the boards in coming to their 
decision were also influenced and properly so, as you will, I am sure 
agree, by considerations arising from the present emergency, inas- 
much as while giving due consideration to ordinary commercial 
factors they came to a decision that having received an offer, which 
although by no means generous could not be regarded as unfair, 
they would not be justified in the national interest in refusing it and 
haggling for a higher figure. 


Points made by Colonel Llewellin 

I think I should now refer briefly to the debate in the House of 
Commons on the White Paper (Cmd. 6314) which gave an outline 
of the revised financial arrangements. In that debate the revised 
proposals were attacked from the labour benches on the ground 
that the £43 millions fixed annual payment to the five railway under- 
takings was an extravagant bargain from the standpoint of the 
taxpayer when viewed in the light of the pre-war average earnings of 
the undertakings. I do not propose to weary you by quoting many 
passages from the speeches made in that debate, but I think I may 
quote to you with advantage three short passages from the speech 
of the then Joint Parliamentary Secretary to the Ministry of War 
Transport (Colonel Llewellin) as at least indicating the view of the 
Government on this matter, and here I would like to say that in 
considering the Government’s views it should be borne in mind that 
the Government owes a duty to railway stockholders equally as to 
other taxpayers to see to it that any agreement made is not an 
arbitrary one but does equal justice to both parties to the agreement. 
The Government is charged with the duty of safeguarding the para- 
mount national interest and I am safe in saying that railway stock- 
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holders yield to no one in their desire that any agreement made 
shall be one which will not prejudice those interests. 

In the first passage which I desire to quote, Colonel Llewellin 
repudiates the charge that the railways had sought the terms of a 
war profiteer, and in this connection he used these words: ‘‘ We 
cannot say therefore that the railways in asking for the terms that 
they did and in getting the terms that they have, are in any way 
acting as war profiteers. Indeed it is because they did not want to 
be in this position that they accepted this agreement.”’ 

The second passage I would quote relates to the railway companies’ 
express view that the £43 millions does not in any way represent 
the existing or potential earning capacity of their undertakings. 
Colonel Llewellin used these words: “ It is only fair to the railway 
boards that I should make it clear that they do not accept. the 
£43 millions as in any way representing the existing or potential 
earning capacity of their undertakings.’”’ In the third passage 
Colonel Llewellin deals with the charge that the figure of £43 
millions is exorbitant and he expressed the Government’s view in 
these words: ‘‘I think that in this agreement we have done fairly 
by the shareholders. I do not see any reason for putting the rent 
we are giving the railways lower than the figure of the average 
years just because they have it guaranteed for a while.”’ ; 

In quoting these passages I do not wish to be understood as 
suggesting that the Government has made other than a good bargain 
for the taxpayers in general and Colonel Llewellin, of course, in 
supporting the agreement in the debate naturally stressed the 
point that the taxpayers have nothing to complain of in the revised 
arrangements, but I think it can be said quite fairly that the House 
endorsed the agreement as one made in the national interest while 
not doing an injustice to one side or the other. 


Effect on Standard Revenue 


Before I refer further to the revisions made in the original 
arrangements, I think it would perhaps be appropriate if I were 
to deal with one question which I know is causing no small anxiety 
in the minds of many stockholders, namely, does this arrangement 
for the payment of a fixed annual sum of £43 millions in any way 
jettison or jeopardise the statutory rights of railway companies as 
to standard revenue when the period of the Minister’s control of 
railways comes to an end? The fixed annual payment is substan- 
tially below the standard revenues of the four main line companies 
and I can well imagine that you will ask me the question whether 
the railways by agreeing to accept this figure have not by impli- 
cation admitted that the principles of standard revenue have ceased 
to apply to railways for all time. I can assure you that this point 
was very much in the minds of the boards of the four main-line 
companies and their advisers when settling the revised agreement 
and, I am advised, express provision has been made in that agree- 
ment amply safeguarding the position of the stockholders in this 
respect. In the first place, the standard revenues of the four 
main-line companies have been noted in Appendix ‘‘C”’ to the 
agreement. It is true that these standard revenues have been 
noted for the purpose of the pooling and sharing arrangements 
which apply up to December 31, 1940, but the insertion of the 
standard revenues in the agreement is a clear record that standard 
revenues are still an element in the statutory position of the railway 
companies. In the second place, there has been inserted in the 
agreement an express provision (Article 33) designed to keep alive 
the statutory position of the railway companies immediately before 
and after the cessation of the period of control. Article 33 provides 
that before control comes to an end, (i.e., before all statutory 
rights and obligations as they exist at that time again apply to the 
controlled undertakings), time will be given for the operation of 
any statutory machinery governing the level of charges, and thus, 
subject to any legislation which may be passed in the meanwhile, 
(a contingency against which no one can provide) the statutory 
machinery governing the level of charges is to operate before 
control comes to an end, or, in other words, the railway companies 
are to be reinstated in their standard revenue statutory position 
before the control ceases. Any anxiety therefore which you may 
feel as to whether the agreement has jeopardised the statutory 
background in relation to standard revenue may be set at rest for 
so far from the agreement prejudicing that position, it in terms 
confirms the undertakings in their statutory rights before the 
cessation of control. 

You will appreciate then that there are two major revisions made 
in the original arrangements. The first of these provides that 
no charge shall be made in the net revenue accounts of any account- 
ing period after December 31, 1940, in respect of war damage, thus 
cancelling the original arrangement that the cost of restoring war 
damage up to a maximum of £10 millions in any year is to be charged 
to revenue expenditure. This revision necessarily follows on the 
Government’s decision to deal with the question of compensation 
for war damage on a national basis,and I do not think I need discuss 
this revision in any further detail since I shall have a few remarks 
to address to you presently as to war damage. I may, however, 
draw your attention to the fact that there is a provision in the 
revised agreement to the effect that the amount actually charged 
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by the controlled undertakings to their net revenue accounts up to 
December 31, 1940, is to be retained by the controlled undertakings 
and distributed among them in certain proportions. I am not at 
liberty, as you will appreciate, to disclose the figures but I can say 
that the Government in this respect have made a useful concession 
to the railway companies. 

The second revision, the substitution of a lump sum payment 
for the use of the railways, for the original arrangements under 
which rates, fares, and charges were to be adjusted to meet varia- 
tions in working costs and certain other conditions arising from the 
war, arises, as I have already pointed out, directly from the decision 
of Ministers to maintain as far as possible a stable cost of living. 
Transport charges are an important factor in the cost of every item 
in the cost of living index and it is obvious that Government policy 
could not possibly be successful if transport charges were to be 
allowed to continue on their upward path. I have no hesitation 
in saying that the conception of the original agreement from that 
angle was thoroughly bad. I should add that these revisions do 
not affect the machinery for keeping the control account; that 
account will still be kept but the net revenue of the pool (credit 
or debit) will be paid to or by the Government. 

I would conclude my remarks on this part of my address to you 
by drawing attention to the fact that the agreement takes effect 
as on and from September 1, 1939; the revisions to which I have 
alluded take effect after December 31, 1940. Thus the pooling 
and sharing scheme under the original arrangements is recorded 
in the revised agreement as having effect up to and including 
December 31, 1940, and I should perhaps also add that the revised 
agreement retains all the original arrangements in relation to main- 
tenance charges, trust funds, and other detailed matters. 


War Damage to Public Utility Undertakings 

As you are aware, public utility undertakings (including railway 
undertakings) and their property are, in general, excluded from the 
operation of the War Damage Act, 1941. The Chancellor of the 
Exchequer, in answer to a question put to him as to the introduction 
of legislation concerning war damage to public utility undertakings, 
stated that he had framed the general lines of a scheme but that 
before he could usefully introduce legislation he would need to 
assure himself of the practicability of certain aspects of it and to 
obtain information from representatives of public utility under- 
takings on a variety of technical matters on which his present 
information was incomplete. He therefore proposed to ask repre- 
sentatives of the principal public utility groups to meet his advisers, 
The Chancellor at the same time circulated a short statement in 
which he gave an outline of the scheme he had in mind and it would 
appear from this statement that the Chancellor intends that public 
utility undertakings shall for the purposes of this scheme, be grouped 
and presumably one such group will be constituted by railway 
undertakings. It is understood that his present proposals are that 
the contributions of the members in each group shall be 50 per cent. 
of the estimated aggregate war damage payments made to the 
members of the group and that the contributions shall be payable 
in four annual instalments, the first to fall due on July 1, 1942. 
Representatives of the main-line companies and the transport board 
have met the Treasury officials on this matter but, as may be readily 
appreciated, problems of a highly technical and intricate nature 
have to be resolved, and it is therefore not possible for me at this 
early stage to give you any further detailed information on this 
subject. The Railway Control Agreement as now revised expressly 
provides that the cost of restoring war damage will not be charged 
to the control account so that the burden of the railway companies’ 
contributions, as they may be determined by future legislation, will 
fall to be discharged by each railway undertaking concerned. I 
cannot, of course, disclose to you any estimates in relation to war 
damage, as such information would be useful to the enemy, but your 
directors have given very careful consideration to this matter and 
are of the opinion that provision for the ultimate liability of the 
company for war damage is essentially a post-war problem and 
that, in the meantime, no specific provision should be made in 
regard thereto although, of course, its incidence has been borne 
in mind in dealing with the accounts for the past year. I do not 
think I can“usefully make any further observations on this matter 
as, of course, until our discussions with the Government take a more 
definite shape, we are somewhat in the dark as to the exact scope 
of the liability which will fall to be met, but I trust I have given you 
in the foregoing remarks some general outline of the scheme which 
the Government have in mind. 


Acquisition of Thos. Cook & Son Ltd. 

The business of Thos. Cook & Son Ltd., which for convenience of 
reference I will call the tourist company, will be well known to 
you and I need not, therefore, enter into a detailed explanation of 
that company’s business and activities. The shares in the tourist 
company are to-day vested in the Custodian of Enemy Property 
and the four main-line companies have for some time been in 
negotiation with the custodian for the acquisition by Hay’s Wharf 
Cartage Co. Ltd., a company controlled by the four main-line 
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companies and whom I will call the cartage company. of the whole 
of the share capital of the tourist company. The cartage company 
will not, however, acquire any interest in the banking business 
carried on by the tourist company through its subsidiary banking 
company, but it will acquire the exchange and similar business 
conducted by that banking company in conjunction with the 
tourist company as, for example, the travellers’ cheques part of 
the business. You will, I am sure, appreciate that it is in the 
interests of the railway companies and, in a wider sense, in the 
national interest that the business of the tourist company should 
be kept on foot as a going concern, and I am happy to say that the 
negotiations for the acquisition of the shares have now been satis- 
factorily completed. Briefly stated, the whole of the share Capital 
of the tourist company will be acquired by the cartage company in 
consideration of an undertaking by the cartage company to make 
loans to the tourist company or otherwise provide finance to enable 
the tourist company to be kept in being as a going concern in the 
event of the profit & loss account of the tourist company showing a 
loss in any one of the following three years, namely, November | 
1940, to October 31, 1941, November 1, 1941, to October 31, 1942, 
and November 1, 1942, to October 31, 1943. The liability of the 
cartage company in each of these three years is, however, limited toa 
sum not exceeding £150,000. This undertaking by the cartag 
company to finance the tourist company is jointly guaranteed by 
the four main-line railway companies but, as will be noted, the joint 
liability of the railway companies under that guarantee is limited 
to £450,000 in total. Another term of the arrangement is that if 
hostilities between Great Britain and Germany are concluded before 
November 1, 1943, a new company is to be formed to take over the 
foreign business of the tourist company, in which event the cartage 
company is to hold 75 per cent. of the share capital of the new 
company ; the remaining 25 per cent. will be held by the custodian 
or his nominee. If hostilities are concluded at a date subsequent 
to November 1, 1943, the provision to which I have last alluded 
shall apply if the tourist company is then in being and the share 
capital is still held by the cartage company. By acquiring through 
their subsidiary, the cartage company, the whole of the share ¢ apital 
of the tourist company, the four main-line railway companies will 
among other advantages accruing from the arrangement, be able 
to effect substantial economies in ticket booking facilities generally. 


Joint Bill Presented 

A joint Bill has therefore been introduced by the four main-line 
companies into Parliament in the present Session for the purpose 
of conferring on those companies the necessary powers to give effect 
to the arrangements which I have outlined, and this Bill, in accord- 
ance with the Standing Orders of Parliament, will be submitted to 
the special or extraordinary meeting to be held at the close of this 
meeting. 

In face of the grave perils with which we are beset, it is difficult 
to concentrate our minds on anything beyond the immediate 
necessities of the day. The rapid and efficient transport of men 
and materials for the successful prosecution of the struggle is the 
task to which the members of the staff of this and the other great 
railway systems of the country are applying themselves unremit- 
tingly. But we cannot afford to ignore the lessons of the last 
peace. It is not too much to say that the nations would not be 
locked again in deadly combat, had the victorious Governments 
been ready with well devised plans for the future conduct of affairs, 
national and international. This time those nations will not be 
taken unawares. The inspiring phrases of the Atlantic Charter 
form the basis on which a new order of freedom, prosperity, and 
health will be built. This new order postulates the free-est possible 
interchange of foodstuffs, raw materials and manufactured goods, 
and demands for its successful operation the greatest efficiency in 
distribution. That means as perfect a system of transport as 
possible and the complete co-ordination of all its branches. To 
secure that the railways of Britain may play their full part in peace 
as well as in war—and every day brings new proof of the vital 
importance of an efficient railway system to the national economy— 
the boards of the four main-line companies, and the London 
Passenger Transport Board, have appointed a joint commission 
composed of railway officers of wide experience and proved ability, 
charged with the duty of examining the problems of post-war 
transport as they affect the railways in their relations with their 
customers and with competing forms of transport. The labours of 
the commission should make an invaluable contribution to the 
deliberations of that National Transport Committee, the setting up 
of which, as I told you last year, I consider an essential prelude to 
a proper co-ordination of every form of transport for the national 
good. 

In this matter I submit to you that the interests of the traders, 
the stockholders, and the nation are one and the same. The pros- 
perity of the nation is bound up in its trade, at home and abroad. 
The trader, for the success of his operations, demands an efficient 
transport service. The railways can only earn the revenue necessary 
to provide for their stockholders a fair and reasonable return on 
their investment, by giving to the trader the service he requires. 

I have now to move—‘ That the report of the directors with 
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relative statement of accounts for the year ended December 31, 
1941, be adopted ” and I will ask the Deputy Chairman, Sir Mur- 
rough Wilson to second it. 

Sir Murrough Wilson: I beg to second that resolution. 

Chairman: It is now my privilege to invite questions and com- 
ments from any of the proprietors who may wish to speak. 


Stockholders’ Remarks 

Mr. J. E. Allan wished to protest against the new agreement. In 
his view war damage was an obligation on the general taxpayer. 
The property of railway stockholders was of special value to the 
Government in time of war and, therefore, it was a special target 
for German airmen. The new agreement was grossly unfair to 
stockholders. In 1914 the President of the Board of Trade and the 
Chancellor of the Exchequer had thought that £50 millions in gold 
was a fair sum to pay for the use of the railways. Now the Minister 
of War Transport and the Chancellor of the Exchequer were paying 
{38} millions. Then, for 1914-15, income tax was only 2s. 6d. in 
the {, so that stockholders were getting £43 millions a year net. 
Now, with income tax at 10s. in the £ they were getting only a 
quarter of the real value of what was received in 1914. If there was 
a Labour Government in power after this war it would say: ‘‘ Oh, 
you agreed in 1941-42 to a payment of £38} millions and we shall 
take that as the capital value multiplied by 20 or 25 years’ pur- 
chase," and so although the replacement value of the railways was 
very much more, stockholders might be fobbed off with something 
between £800 and £1,000 millions. 

Councillor Wilson said he felt that there would not be many more 
railway meetings. Railways had never been a speculation. Under 
the 1844 Act they were allowed to pay only 6 per cent. ; the balance 
had to be returned to the industries. The railways had never had 
any control over the class of goods they carried or the price of 
transport. It would be fair and reasonable for the Government to 
give stockholders 3 per cent. scrip on the actual money invested and 
not on the amount of stock. He went on to criticise the taking over 
of Thomas Cook & Son Ltd. He did not understand the Private 
Bill that had been lodged in Parliament to take over Thomas Cook 
& Son Ltd. It had been done before obtaining statutory powers 
from the extraordinary general meeting ; it was ultra vires. 

Mr. W. Porritt Taylor thought that whereas other public utility 
companies were allowed to increase their charges for the services and 
were not expected to cut down their charges or to keep them in 
statu quo in order to prevent inflation, yet the railway companies 
had this inflation responsibility focussed upon themselves in a way 
which the other companies did not have. The replacement value of 
L.N.E.R. assets would be about £600,000,000 or 4650,000,000.. The 
unfortunate railway stockholder, even if he had the standard 
revenue, would be getting less than 4 per cent. on the nominal value. 
The Government was being exceedingly ungenerous to the railway 
companies. If the question of nationalisation should ever arise 
the Stock Exchange quotations were no guide at all to the actual 
value of stockholders’ property. The replacement value was the 
only real guide. 

Mr. Miller asked, (1) If the railways were to be nationalised or 
transferred to an ad hoc body, had the directors considered what 
price would constitute fair terms for the stockholders ? (2) Whether 
the price should be based on their revenue earning capacity and 
whether the Railways Act of 1921 should be invoked as a stock- 
holders’ charter, or whether the net earnings of certain pre-war 
years should be taken as the basis ? (3) Did the directors consider 
that the capital value of the undertakings should be the basis of 
the price, or should it be both revenue earning capacity and capital 
value that should be taken both together ? He went on to urge 
stockholders to join the British Railway Stockholders’ Union to 
support the directors. 

Mr. R. S. Lawrence maintained that if the railways were ina 
position to earn the dividends on their stocks through the work 
that they were doing, that was a good thing. The country had no 
tight to expect £78 millions of stock to work for the country with no 
remuneration. Shipping companies’ shares were paying dividends 
today very much in excess of what they were paying in 1938 and 
1939, and this was an unfair analogy for the railway companies. 
He went on to quote a statement by Colonel Llewellin to the effect 
that an undertaking might, for the purposes of Excess Profits Tax, 
have granted to it a standard not exceeding an amount sufficient 
to pay 6 per cent. on the ordinary share capital. It could not be 
denied that the railways were doing a wonderful job. No one who 
had to travel about the country could but appreciate the wonderful 
work that they were doing. 

_Mr. Mason complained that the railways were suffering from 
tad management. The railway directors held no less than between 
300 and 600 appointments as directors and managers of other 
companies. He asked the chairman and directors if they would 
consider the advisability of appointing a committee of shareholders, 
‘ay, 10 or 12, to meet them. At the close of the war there would 
ve thousands of lorries and motor-cars that would be available 
‘or use and disposal, and it was known what they did with the 
railways after the last war; they ruined them. The rolling stock 
and the locomotives that had gone overseas were really the property 











of the deferred stockholders. There was plenty left here for the 
debentures and the preference stockholders. The railway companies 
had suffered during the last one or two years most extensively 
from pilfering and robbery ; perhaps some of the directors knew 
nothing about it. 

Mrs. B. B. Rogerson asked what was the position of the electric 
railway that was supposed to run from Liverpool Street to Shenfield. 
It had been first mentioned in 1940. 

The Chairman: I am afraid that as a matter of war necessity it 
is suspended. I think it is very doubtful—in fact, it is almost 
certain that we shall not be able to go on with it until after the war. 
It is purely a matter of Government policy now; we have no say 
in the matter. It is a question for the Minister of War Transport. 

Mrs. Rogerson: It seems to everybody that it would take all that 
vital crowding out for the shorter lines, to enable the long-distance 
trains to go through. The work is practically done, and you would 
get an immediate return in money for the fares. 

The Chairman : I do not think the work is practically done ; but 
I quite agree with you that that was the reason why we put it into 
operation, in order to relieve the congestion. I am afraid it is no 
good arguing about it with me, because, as I say, it is purely a 
matter for the War Cabinet or the Minister of War Transport to 
settle. If you like, I will have the matter raised again. 

Mr. W. G. Grant asked what would have to be the earnings of 
the London & North Eastern Railway Company in normal times 
as well as under the pooling arrangement to get a dividend of 14 per 
cent. for the deferred stock ? Had all avenues of abnormal and 
extraordinary expenditure been explored ? Were the companies’ 
train services adequate to meet the requirements of the general 
public? If so, why did not the railway officers travel by train 
and, by so doing, advertise the services with the public? How 
many motor cars had been supplied to officialdom for the carrying 
out of the companies’ ordinary and special business? Were the 
cars and chauffeurs permanently’ employed hourly and daily on 
such work, or were clerical and ordinary employees taken from 
their ordinary duties to act as chauffeurs? What extra remunera- 
tion was paid to actual chauffeurs when away from their garage 
for a full day and how were clerical and ordinary duties maintained 
during their absence ? 

The Chairman: Perhaps you had better let me have a copy of 
that ; it is rather a long questionnaire. I think perhaps that some 
of the answers to those questions will have to be written. 

Mrs. M. E. F. Alexander said that it seemed to her desperately 
important that rolling stock should help an ally; it was a thousand 
times more important than that stockholders should get a tiny 
twopenny-halfpenny dividend. She also thought it was very 
important that the railways should acquire Thomas Cook & Son 
Ltd. 

Mr. Leather said that he saw on the balance sheet that the 
amount shown as “ miscellaneous trading ’’ had increased by nearly 
£7,000,000 in the course of 12 months. What was the reason for 
that very large balance ? He was a debenture holder and a holder 
of every class of stock of the company, but had not received any 
figures from the L.N.E.R. until Tuesday, March 3, three days 
before the meeting. 

The Chairman’s Reply 


The Chairman: Well, Ladies and Gentlemen, first of all, I 
should like to thank those stockholders who were kind enough 
to say pleasant things about me for doing so. It is interesting to 
note the somewhat divergent opinions which are, apparently, held 
about the work of the Board. 

Mr. Allan gave us some very interesting observations as to the 
whole question of war damage, and also about what I may regard 
as a hobby of his, namely, the question of the difference between 
the gold currency of the last war and the paper currency of this 
war. Of course, so far as the war damage question is concerned, 
I can say nothing about it. It was a Government decision. The 
Government decides that it is going to adopt a certain method of 
dealing with war damage in the case of public utilities, and, so far 
as the public utilities are concerned, they have to abide by the will 
of the nation as expressed through Parliament. As to the question 
of income tax, I am afraid that 10s. in the £ is a burden that is 
being carried by every section of the community, and I do not 
think you could expect special treatment for railway stockholders. 

In reply to Councillor Wilson, I propose to deal with his observa- 
tions as to Thomas Cook & Son Ltd. at the appropriate place, and 
I hope I shall be able to convince him then that a very good bargain 
has been negotiated, and I would also explain to him the procedure 
that has had to be adopted as to this particular type of Bill. 

Then, Mr. Taylor asked a number of questions, and those questions 
were also bound up, I think, to some extent, in the three questions 
that Mr. Miller handed to me. I think that is all I ought to say 
at the present time as to that ; that is, the value that the directors 
would place on the undertaking if they entered into negotiations 
with the Government, always assuming that the Government allowed 
them to do so, with regard to nationalisation, or the creation of a 
public utility. I think it would be very unwise for me to attempt 
to give any very clear picture as to what our views were at the 
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present time. I never believe in disclosing to, shall I say, the 
enemy, too much of our own defences or powers of attack. All that 
I would say as to that at the present moment is that we have this 
matter very much in our mind, the value of the undertaking, and 
the method of valuation that should be adopted in arriving at what 
we should consider to be a fair bargain in the event of the Govern- 
ment taking over the transport services of the country. I would 
point out to Mr. Taylor that, of course, you cannot take entirely a 
capital valuation of an undertaking ; you have to pay some regard 
to the earning capacity and, so far as the earning capacity of the 
railways is concerned, it has been, of course, very materially affected 
by Rete oe of the roads. 

I should like to thank both Mr. Taylor and Mr. Miller for their, 
shall I say, impassioned appeal for the stockholders to rally round 
the directors. I welcome that all the more because it is quite 
obvious to me, and it must be equally obvious to all of you, that we 
are going to have some pretty strenuous fights in the future. You 
have criticised, as you are perfectly entitled to do, the present 
agreement, but I think that most of you have had the good sense 
to recognise that when you are negotiating with the Government 
you have not quite the same freedom of action that one would have 
if one were putting through an ordinary business deal. Therefore, 
it is necessary that all the forces of public opinion that the railway 
companies have at their disposal and can mobilise should be 
mobilised in support of the directors who, whatever certain people 
may say, are doing their very best to conserve and protect the 
interests of the stockholders. Now, I am not going to cry the 
wares of one particular body or of another particular body, nor am 
I going to attempt to assess the value of Mr. Mason’s Committee of 
Shareholders or the Railway Stockholders’ Union ; but I must say 
myself that you have in the Railway Stockholders’ Union an organised 
body with distinguished representatives at the head of it which is 
perfectly capable of putting forward the reasoned views of stock- 
holders as a whole to the boards of the railway companies, and one 
must have some channel of communication between the vast body of 
stockholders, such as we have, and the boards. The boards are, 
of course, the representatives of the stockholders and they naturally 
welcome the views of representative stockholders at all times. 
Although it was unfortunate, Mr. Mason, that I was unable to see 
you at the exact moment that you wished to see me, there are, at 
least, I think, 170,000 other stockholders of this company who have, 
if I may say so, equal demands on my time, and I regret, if it was a 
discourtesy, any possible implication of discourtesy as to the delay 
which took place im the interview. The interview, unfortunately, 
did not take place, though, not through any fault of mine and 
through no fault of Mr. Mason, who found himself indisposed. 

Mr. Lawrence raised an interesting point in regard to what 
Colonel Llewellin said in the House of Commons with regard to 
excess profits tax. Of course, you put me in rather a difficult 
position there ; but I do not know that Colonel Llewellin had actual 
chapter and verse for what he said. In any case, the wording of the 
particular section which deals with that, I think I am right in saying 
1s permissive, and there could be no possible certainty that if the 
case of the railway companies went before the appropriate Referee 
he would immediately, without hesitation, award the companies, 
as a whole, 6 per cent. on the whole of their ordinary 
capital. 

Mr. Lawrence: Excuse me, Mr. Chairman, I did not suggest that 
for a moment ; but I did suggest that you might try it. 

The Chairman: Of course, I accept what Mr. Lawrence says ; 
but we were prevented from dealing with that aspect of it by the 
fact of the Government insisting upon a lump sum payment. 

As to another question that Mr. Lawrence raised ; he suggested 
that the directors of this company only have as a gesture accepted 
1 settlement which involved a large portion of our stocks going 
without dividend. Of course, that is, obviously, not the case. 
What I want to explain to you, if I can, very briefly, is this, that 
when you have, as we happen to have on this occasion, a lump sum 
settlement, there must be some basis of division of the proceeds 
between the various companies, and the only fair basis is to select 
the revenues earned by those companies over certain years. 
\ctually, the years. which were selected on this occasion were the 
years 1935, 1936, and 1937, which were a pretty fair cross-section of 
all the companies’ earning capacity, and which, I think, did justice to 
all the four main-line companies. The trouble is, of course, that the 
capital structures of all the four companies are not the same, and 
when you divide your revenues in that proportion, the ordinary 
stockholders of the Great Western get quite a reasonable return on 
their money, but the ordinary stockholders of this company get 
nothing. There does not seem to be, I am afraid, any way out of 
that, except by going to the other companies and asking them and 
their stockholders to give up some of their revenue, and I cannot 
think that even with the persuasive powers with which Mr. Mason 
suggests I am gifted I should have very much success if I approached 
my fellow Chairmen on those lines. 

Mr. Mason : I never suggested that. 

The Chairman : I did not say you did. I said that you suggested 
that I had very persuasive powers, because you seem to think that 











March 13, 1942 





I am able to influence the Chairmen on a great many matters, which 
I am sure I am not. 

As to road transport after the war, I am glad that Mr. Mason 
raised that point. I want to make it quite clear that we have that 
matter very fully in mind, and that that is one of the post-war 
problems that the commission, to which I referred at the end of 
my speech, and to which your directors attach a great deal of 
importance, will devote its mind. I should like to have said some- 
thing about the various other points that I am accused of not 
mentioning ; the question of rolling-stock going abroad, and so on, 
I would remind my friend, Mr. Mason, once more that he has one 
outstanding advantage over me at a meeting of this sort, which 
is that my speech has to be submitted to the Censor and his has not. 
I should like to assure Mrs. Alexander, who raised the question of 
the use made of our rolling-stock, that we have every reason to 
believe that the rolling-stock that the railways of this country 
have sent to an unnamed destination is doing the most admirable 
and valuable work. 

Mr. Leather raised a point as to the miscellaneous accounts, and 
he called attention to the fact that there was an increase in that 
figure of £7,100,000. That is represented by provision for arrears 
of maintenance, which means, of course, work that it has not been 
possible to carry out on account of various war conditions, 
£3,700,000, and amounts due to the Government under the control 
agreement, £3,400,000. 

Now, I think I have dealt with the various points, except those 
raised by Mr. Grant, which were so numerous and detailed. We 
have them here. If Mr. Grant will allow me to write to him as 
to some of the questions he raised, it would be, perhaps, the most 
simple way of dealing with that particular aspect of the situation. 

That, ladies and gentlemen, is all I have to say. 

May I now put the resolution which I have proposed and which 
Sir Murrough Wilson has seconded, to the meeting ? 

Mr. Mason: But you do not refer to the committee I suggested. 
Are you prepared to accept one ? 

The Chairman: I do not think I am prepared to accept that. | 
referred to the committee that you suggested. That was an alter- 
native to the Railway Stockholders’ Union. I threw my weight 
very slightly in favour of the Railway Stockholders’ Union. May 
I put the resolution to the meeting ? 

The resolution was put to the meeting, and carried unanimously 


Mr. Mason: When are the dividends payable, Mr. Chairman ? 

The Chairman : I am just going to move that resolution. 

I now beg to move :: 

“That dividends be now declared in terms of Account No. 9 
headed ‘ proposed appropriation of net revenue’; that the divi- 
dends be payable (under deduction of income tax) less (1) the 
amounts paid as interim dividends in account No. 9(a) headed 
‘ statement of interim dividends paid’ and (2) the balance paid on 
February 16 last of the dividends on the first and second guaranteed 
stock by warrants on March 19 to the proprietors registered in the 
books of the company at the close of business on January 29, 1942, 
and that warrants be sent by post on March 18.” 

I will ask the Deputy Chairman to second that resolution. 

Sir Murrough Wilson : I beg to second that resolution. 

On being put to the meeting, the resolution was carried unani- 
mously. 

The Chairman: I have to inform the meeting that, in accord- 
ance with the provisions of the Railways Act, 1921, and the North 
Eastern, Eastern, and East Scottish Group Amalgamation Scheme, 
1922, the following directors retire, and being eligible offer them- 
selves for re-election :— 

Sir Murrough J. Wilson, K.B.E., The Hon. Rupert E. Beckett, 
The Rt. Hon. Lord Burghley, M.P., Alexander Reith Gray, Esq., 
Geoffrey H. Kitson, Esq., Lt.-Col. The Hon. A. C. Murray, C.M.G 
D.S.O., The Rt. Hon. Viscount Ridley, W. K. Whigham, Esq. | 
beg to move that those gentlemen whose names I have read out 
be and are hereby re-elected directors of the company. I will 
ask Lord Balfour of Burleigh to second that resolution. 


Lord Balfour of Burleigh : I beg to second the resolution. 


Mr. Lawrence: I beg to move that these be not re-elected. You 
have already admitted yourself that you have no power, so far as 
the railways are concerned, except the running of them. Therefore, 
we do not need the directors. If you will tell me how we can 
negative this resolution, I shall be very glad to take the necessary 
action. 

The Chairman: You can vote against it. 
as a direct negative. 

Councillor Wilson: We have one statutory power, and that is, 
we can ask for each of these directors to be put up separately. That 
is within our power, and within the power of this meeting. There- 
fore, if you put them up separately, then we can please ourselves 
for whom we vote and for whom we do not vote. 

After some further discussion, the Chairman put the names 
separately to the meeting ; each was unanimously re-elected. 

The Chairman: I have now to inform the meeting that Major 
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w. H. Gardiner, one of the proprietors, has given notice of the 
following motion :— 

“That each individual holder of either the preferred ordinary 
or deferred ordinary stock in the company be allowed free travel 
over his own railway to the extent of eight miles of first class travel 
or twelve miles of third class travel yearly for each one pound 
nominal of either class of stock which he holds, provided that he 
has held this stock for a period of at least one year previously, 
and that each holder of first or second preference stock be allowed 
asimilar privilege at the same rate to the extent that he may have 
received interest on his capital at a lesser rate than that to which 
he is entitled.” 

I call upon Major Gardiner to move the resolution. 

Mr. Miller: On a point of order, can we commit the Government 
to accept this resolution ? 

The Chairman : No of course we cannot. 

Mr. Miller : That is the point. 

The Chairman: Still, Major Gardiner would like to move his 
resolution. I am sure we should like to hear it. 

Major W. H. Gardiner said that he had limited the amount of 
stock held by the proprietors to 12 miles for each {1. At the rate 
of 1d. per mile, the approximate rate of third-class travel, this 
amounted to a return of 5 per cent. on the capital which the pro- 
prietors had invested in the company. The preferred and the 
deferred stockholders who got no dividend would get their allowance 
of 12 miles for each {1 of stock. The second preference stock- 
holders who had received 2% per cent. out of their 4 per cent. would 
get about 54 miles. This proposal would not cost the London & 
North Eastern Railway Company one penny ; it would have to run 
no extra trains or put on any extra compartments. One of several 
objections, which might be raised, was that clerical work would be 
increased. He thought it would be a very simple matter indeed 
to print on the back of each stock certificate that it was good for 
so many miles, depending upon its value, from such and such a date, 
and when this was presented at a ticket office at any station the 
issuing clerk would merely note the number of miles for which the 
ticket was issued in that particular year, and the number of miles 
remaining. It was not to be compared with the clerical work 
involved in issuing the thousands of passes which already had to be 
issued for free travel. The Minister of War Transport might argue 
that this measure would greatly increase the number of passengers 
travelling. He did not think a very great proportion of the stock- 
holders lived on the L.N.E.R. 

The Chairman replied that even if the proposal were to receive the 
approval of the proprietors it would, apart from legal objections, 
have no validity unless it were adopted by the Minister of War 
Transport ; it would directly and adversely affect the revenue. of 
the control account under the railway agreement and the net 
revenue of the pool, credit or debit, was for the account of H.M. 
Government. In the circumstances, it was hardly likely that the 
Minister of War Transport would accept the proposals. The board 
had felt that as Major Gardiner desired to bring this matter up, it 
would be convenient .if the chairman were to make some authorita- 
tive statement showing why proposals such as these were impractic- 
able and thus dispose of the matter once and for all. First, there 
was the. financial aspect. The potential number of “ passenger 
miles ’’ involved in Major Gardiner’s proposal amounted to such 
that their cash equivalent was {7,886,000 per annum. Secondly, 
the proposal would lead, even in times of peace, to operating 
difficulties which would seriously impede the efficiency of the under- 
taking. Thirdly, it would necessitate the setting up of an organisa- 
tion in the Secretary’s Department to control the issue of the 
necessary vouchers and the return of unused vouchers when change 
of ownership of the stocks took place, which would entail much 
additional labour and substantial expense. Fourthly, it would be 
exceedingly difficult to prevent in practice abuse of the privilege 
intended to be conferred by the resolution. Lastly, the proposals 
amounted in effect to a gift or bonus to particular classes of persons 
and would be open to objection on the ground that it would be ultra 
ires the company to apply its funds in such manner. 

Councillor Wilson said that he agreed with the Chairman, but 
suggested that stockholders should be accorded free travel to the 
meeting. 

Mr. Harry G. Assiter asked how much it cost the company for 
free travel facilities at the reduced rate facilities, apart from travel 
m business, which were allowed to the personnel and the personnel 
of other companies travelling on the line ? 

The Chairman replied that the free travel and cheap-rate travel 
allowed by the companies was part of their conditions of service ; it 
was Only another form of salary or wage ; it had no relation to the 
travelling of the people. 

The resolution was put to the meeting and was passed on a show 
ofhands. The Chairman then demanded a poll. 

The Chairman: The last resolution on the agenda is for the 
Chairman to inform the meeting that Sir W. Harry Peat, K.B.E., 
F.C.A., one of the auditors, retires and, being eligible, offers himself 
lor re-election, and that the Audit Committee recommend that for 
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the year ending December 31, 1942, the joint remuneration of the 
auditors be £4,000. 

Sir Berkeley Sheffield, Bart.: As Chairman of the committee, I 
beg to move. 

Sir Raymond Wybrow Woods, C.B.E. : 
resolution. 

On being put to the meeting the resolution was carried unani- 
mously. 

The Chairman : 
general meeting. 


I beg to second the 


That concludes the business of the ordinary 





THE SPECIAL GENERAL (WHARNCLIFFE) MEETING 


The Chairman: We now proceed to the second meeting, which 
is the Wharncliffe Meeting. I will ask the Assistant Secretary to 
read the notice. 

The Assistant Secretary (Mr. W. H. Johnson) read the notice. 

The Chairman: My Lords, Ladies, and Gentlemen: I have 
already explained the agreement which has been arrived at with the 
Custodian of Enemy Property for England for the acquisition by 
Hay’s Wharf Cartage Co. Ltd. of the issued share capital of Thomas 
Cook & Son Ltd., and the Bill which is now submitted for your 
consideration is necessary in order that the railway companies may 
be armed with statutory powers to give the guarantees for which 
the agreement provides. 

The Bill is a simple measure and, put shortly, empowers the four 
main-line railway companies to guarantee such obligations as Hay’s 
Wharf Cartage Co. Ltd., may undertake in connection with or arising 
out of the acquisition by the cartage company from the Custodian 
of Enemy Property of the issued share capital of Thomas Cook & 
Son Ltd. to give guarantees in connection with any agreements, 
obligations, or undertakings entered into, incurred, or undertaken 
by Thomas Cook & Son Ltd., and to provide the necessary finance. 

Before, however, I move the resolution, there are one or two 
observations which I must make arising out of the discussion at the 
ordinary general meeting. First of all, I think Councillor Wilson 
mentioned a figure of £1} millions as representing the liability of the 
companies. 

Councillor Wilson: £1,555,000, I believe ; but that is the share 
capital of Thomas Cook & Son, which happens to be a Belgian 
company, not a British company, already in the hands of the 
enemy. If it had been an English company, I would have thought 
much differently. 

The Chairman: I think you are wrong. I think Thomas Cook & 
Son is an English registration ; the shares are in English currency. 
It is merely an accident that the control of the company is in the 
hands of certain foreign interests. The assets of the company, ora 
great many of them, are in this country. 

Councillor Wilson: A few. I have seen 
Continent. 

The Chairman: But they have some substantial assets in this 
country, too. Anyhow, the actual liability, so far as the railway 
companies are concerned, is comprised in the guarantee of £150,000 
a year to Hay’s Wharf Cartage Co. Ltd. and that, divided by four, 
means the maximum liability for this company, £37,500 for three 
years ; a total liability of, I think, £112,500 in three years. That 
is all that can fall on the shoulders of the stockholders of this 
company, if the very worst happened and Hay’s Wharf Cartage 
Co. Ltd. had to call upon the railway companies to implement their 
guarantee. There are certain things which I should like to be able 
to discuss at this meeting, but which I am unable to do. But I 
would like to tell Councillor Wilson and other stockholders, who are 
interested in this matter, that I have been very carefully into this 
myself, and I am convinced that the acquisition of Thomas Cook & 
Son, at the present time and on the present terms, is going to be not 
only an advantage from the national point of view, but also a con- 
siderable advantage so far as this company is concerned. I move 
the resolution :— 

“ That the Bill intituled, ‘ An Act to empower the Great Western 
Railway Company, the London & North Eastern Railway Company, 
the London Midland & Scottish Railway Company, and the Southern 
Railway Company, to give guarantees and to make financial and 
other arrangements in connéction with or arising out of the acquisi- 
tion by Hay’s Wharf Cartage Co. Ltd. of the share capital of Thomas 
Cook & Son Ltd. ; and for other purposes,’ which is now submitted, 
be and the same is hereby approved, subject to such additions, altera- 
tions and variations as may be determined by the directors, and as 
Parliament may think fit to make therein.” 

Sir Murrough Wilson : 

Councillor Wilson opposed the acquisition of Thomas Cook & Son 
Ltd. If it was in the national interest, let the Government do the job. 
He criticised the railway companies for lodging the Bill before they 
had got the statutory powers from the meeting. He was going to 
continue to oppose the Bill. He suggested that it would be necessary 
in the case of guarantees or mortgages that the vote must represent 
at least one-third of the entire capital of the company. As the 


them all over the 


I beg to second the resolution. 
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proxies had been sent without stamps, the company might find it 
difficult to find the full number of votes. 

Lt.-Colonel McCracken asked whether, if the railway company was 
acting as agents for tickets, etc., it would be at an advantage as 
regards other travel agencies ? Was it intended that it would give 
tickets only to Thomas Cook & Son and not to other travel agencies ? 

The Chairman: No; that is definitely not intended. It will 
require a certain amount of rationalisation to take place of the 
travel agencies which are already owned by the railway companies. 
It is certainly not intended to use Thomas Cook & Son as a weapon 
to put well-established travel agencies out of business. 

A Stockholder : From my experience, from 1925 up to recently, 
the chief world competitor of Thomas Cook & Son has been the 
American Express Incorporated. Would it have any say in this ? 
If the railways acquired it I would like to point out that our directors 
should take every effort to prevent Thomas Cook & Son trading 
with it. 

The Chairman : Of course, the national interest involved in this 
is the direction of overseas travel, particularly travel from the 
\mericas to this country on its way to the Continent. Recently, 
Thomas Cook & Son, with its Continental outlook has to a very large 
extent by-passed Great Britain and sent the American tourist direct 
to the Continent. That has been, of course, a serious loss not only 
to the railway companies in this country, to their hotels, and so on, 
but also to the country as a whole, because all that spending power 
has been sent on to the Continent and not employed in this country. 
[ am not quite clear of the grounds on which Councillor Wilson is 
opposing this acquisition. If he thinks the procedure is irregular, 
[ have the stages of procedure here, and they are perfectly in order. 

A Stockholder: You will try to avoid, if we do acquire Thomas 
Cook & Son, the point I have made in connection with the American 
Express Corporation ? 

The Chairman: Yes, I agree that. 

Councillor Wilson : I said one part of the procedure is irregular. 
You must get permission, statutory powers, from an extraordinary 
general meeting before you proceed to spend thousands of pounds 
on a Bill. I think we can sell our own tickets. 

Mr. Leather : You suggested that the whole liability of the railway 
company was its proportion of the £150,000 a year for the next 
three years ; but surely there is something a good deal more than 
that in it because you say here that Hay’s Wharf Cartage Company, 
in which the main-line companies have a controlling interest, is 
going to buy the shares. 

The Chairman: No; it is going to acquire these shares and the 
consideration is set out quite clearly. 

Mr. Leather : What is the consideration ? 

The Chairman: The guarantee is the consideration. 

Mr. Leather : Is that all there is ? 

The Chairman: That is all there is. It is the guarantee of the 
main line railway companies to Hay’s Wharf Cartage Company. 

Councillor Wilson : The capital of the company exceeds £1,500,000. 
Now what are we doing ? You say that it is not so much for poor 
railway companies to guarantee. Perhaps it is not. Where we 
are talking about millions, 14 millions is not much guarantee. 

The Chairman: We are not guaranteeing 14 millions. You seem 
to have got it entirely wrong. The position is this: For the next 
three years during wartime, Thos. Cook & Son Ltd. will have certain 
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overhead expenses going on and it will, at the same time, be suffering 
such a reduction in business that taking the two together it myst 
inevitably, during wartime, incur certain losses. After the war 
when the business comes back to normal, as we have every reason 
to suppose it will, then it becomes the same profit-earning concern 
that it was before. Instead of profit going into the pockets of the 
Wagon-Lits it all comes into the pockets of the stockholders of the 
four main-line railway companies through their subsidiary, Hay’s 
Wharf Cartage Co. Ltd., the ordinary shares of which are owned by 
the four main-line companies. That is all that happens. We 
cannot lose any more than the figure I have given you. I hope that 
is clear. 

Mr. J. H. G. Bender: I think it would help matters if we were 
allowed to know the purchase price for these shares. 

The Chairman: The price is nil. The consideration for the 
purchase price is the guarantee to Hay’s Wharf Cartage Co. Ltd. 
which, in turn, guarantees to supply funds to Thos. Cook & Son Ltd. 
for three years at the rate of £150,000 a year. It may not need it. 

Mr. Bender : I think it is a very good business proposition, and we 
ought to accept it. 

Mr. Pritchard: The resolution before this meeting is the Wharn- 
cliffe Resolution under Standing Order 71 and is dealing with the 
Bill simply authorising the railways to give the guarantee. 

Councillor Wilson: But is it not necessary for you to get the 
approval of this statutory meeting ? 

Mr. Pritchard : That is exactly what we are trying todo. When 
a statutory company requires statutory powers it has to proceed by 
a certain course. It has to give notice by advertisement ; it has 
to satisfy the examiners that up-to-date Standing Orders have been 
complied with. There has to be an extraordinary general meeting, 
which is this meeting today, at which the Bill has to be carried by 
three-quarters of the majority present. It is this meeting, known 
as the Wharncliffe Meeting, which is being held in accordance with 
Standing Orders and that is strictly in accordance with the law. 

Councillor Wilson: I quite agree with a good deal that our Chief 
Legal Adviser has said, but this is the point where I disagree with 
him :—£20,000 spent upon the Private Bill, and the bill has to be 
met, but if the Standing Order says ‘‘ No ”’ then the liability comes 
back upon the directors to foot the bill. 

The Chairman: No, not at all. I am sorry. 
resolution to the meeting ? 

On a show of hands the resolution was declared carried. 

Councillor Wilson: I now demand a poll, Mr. Chairman. 

The Chairman: All right ; you shall have it. 

Councillor Wilson : Thank you. : 

The Chairman: That concludes that business. I am afraid those 
who wish to record their votes have to stay here now. As to the 
formalities which have been observed with regard to taking this 
poll, first of all, I must ask the stockholders to appoint scrutineers 
who will be required to attend the sealing of the ballot boxes after 
the meeting and to meet at Liverpool Street Station on a date to 
be arranged with the Secretary, to witness entering on lists and to 
sign lists and summaries ; that the result of the poll will be declared 
at an adjourned meeting to be held on March 20 at noon in the 
board room, Marylebone Station. That applies to both polls. 

Adjourned to Friday, March 20, at Marylebone Station, at 12 
o'clock. 


May I put the 





Problem of Supervision 


THE growth of the operations of railway companies in the 
past few years, and the widespread nature of their 
many-sided activities at times focuses attention on the 
problem of supervision. A considerable number of more 
progressive industrial organisations in this country and 
abroad have recognised the necessity for giving special train- 
ing to their foremen and supervisors in the matter of dealing 
successfully with the workers under their control. Special 
provision for training of this kind has been made in some 
instances in the budget of the department of personnel 
administration. It is not unusual in some industrial com- 
munities, more particularly perhaps in the United States, to 
find men from the various manufacturing organisations, and 
also from the railways, joining together in clubs or study 
groups to familiarise themselves with the principles and 
practices underlying efficient supervision. There can be no 
doubt of the importance of supervisors of all kinds keeping 
up to date and alert in matters appertaining to the adminis- 
tration of their departments; it is equally important, of 
course, that the process of selection and training for super- 
vision should be started well down in the ranks. 

Matters of this kind have been dealt with at some length at 
the recent meeting of the U.S.A. Locomotive Maintenance 


Officers’ Association. According to our American contem- 
porary, the Railway Age, Mr. F. K. Mitchell, Assistant 
General Superintendent of Motive Power and Rolling Stock 
of New York Central, pointed to the weakness in any organi- 
sation which was doubtful as to its ability to find a man for 
any particular job that might arise. The outcome of the 
discussion at this association’s meeting was that the question 
of building up a supervisory organisation should be followed 
closely, and it is equally clear, of course, that this problem 
should be given critical consideration by every department 
of every railway. In Great Britain a good deal has already 
been done to assist in the training of railwaymen of all 
grades. With an eye to the possibilities which are inherent 
in the postwar period, there is no doubt that there is scope 
throughout the railway service for training in the super- 
vision, not only of the great and complex systems which are 
already in being, but of the still larger and more unwieldy 
organisations which some think may be created after the war. 
It has often been said that one of the greatest weaknesses 
of industrial organisations of the largest size is to be found in 
the difficulty of obtaining supervisory and managerial per- 
sonnel of a sufficient capacity to deal with the mammoths 
which have been created. 
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Railway Working in Wartime 


At a luncheon meeting of the Rotary 
Club of London held at the Connaught 
Rooms on March 3, Mr. L. H. K. Neil, 
London City Manager, L.N.E.R., spoke on 
“Some Phases of Railway Working in 
Wartime.”” Mr. Neil began by pointing 
out that the railways of the United King- 
dom possessed something like 37,000 track 
miles and 15,000 miles of sidings, making a 
total of 52,000 miles of line. Route miles 
amounted to 20,000. The total number of 
locomotives owned at the outbreak of war 
was 19,702; passenger vehicles numbered 
43,492 (representing 2} million seats), and 
wagons 664,000. Since the war the rail- 
ways had taken over private-owners’ wagons 
which totalled some 576,000 ; thus the total 
number of wagons in circulation was ap- 
proximately 1} millions. The total staff 
employed in peacetime is about 600,000. 

Passengers carried in normal times 
ymounted to some 1,800 millions a year, 
ind merchandise and minerals conveyed 
totalled about 300 million tons. The rail- 
ways also carried 9 million head of live 
stock. The traffic density in certain 
localities of our railways was unsurpassed 
inany other country in the world. Thus it 
would be appreciated that the railways as 
1 whole constituted a very delicate machine 
ind without alternative traffic disposal 
plans the bombing of junctions, bridges, 
yoods yards, and passenger stations could 
be decidedly inconvenient. 

One of the first tasks the railways had 
to perform on the eve of hostilities was the 
evacuation of women and children from 
the towns and cities included in the Govern- 
ment evacuation scheme. This constituted 
one of the biggest mass movements ever 
accomplished. At the same time arrange- 
ments were made for art treasures, irre- 
placeable records, as well as supplies of 
essential foodstuffs, to be taken to places 
f safe storage. The railways also con- 
tributed substantially towards the despatch 
ind embarkation of the British Expedi- 
tionary Force to France which entailed the 
running of thousands of trains of troops 
and equipment, and which was carried out 
without a hitch. This was followed by the 
onstant conveyance of supplies of every 
description to maintain our armies in the 
field and the provision of trains for troops 
proceeding to and from leave, and in this 
latter connection quite a number of ships 
of the railways’ fleets of cross-channel 
steamers were employed. Likewise the 
lerries which formerly plied between Dover 
and Dunkirk and Harwich and Zeebriugge 
were used for the transport to France of 
tanks, ambulance trains, locomotives, 
wagons, and lorries. 

The railways were then faced, in the 
winter of 1939/1940, with working in black- 
out conditions which hindered railway 
operation greatly. Moreover, that winter 
Was very severe and the snow and ice, 
coupled with lack of light, made the task 
also of those working out in the Yards a 
very unenviable one. In common with the 
ther railways, the L.N.E.R. suffered one 
ff the worst winters for years. Over 390 
miles of the system were temporarily 
blocked. Stations, signal boxes, and trains 
were snowed up and in places drifts reached 
adepth of 15 ft. Altogether 59 snow ploughs 
vere kept at work. During the following 
winter also there were extreme weather 
onditions. The weather was so bad in 
January, 1941, that by the middle of the 
month over 1,000 route miles of the 
L.N.E.R. were temporarily blocked. Worse 
vasto come. Between February 19 and 21 
i that year there raged a blizzard over 


north-east England causing the greatest 
dislocation of railway traffic within living 
memory. By the morning of February 20 
telegraphs and telephones had failed 
throughout the whole area comprising the 
southern half of Northumberland, County 
Durham, and the north-eastern corner of 
Yorkshire. Altogether about 600 miles of 
communications were involved. It was not 
until August that the whole of the repair 
work was finally completed, although the 
Engineer’s Department and military autho- 
rities had been at the job continuously. In 
that repair work no less than 10,000 in- 
sulators and 4,000 miles of copper wire were 
used. That sort of history had repeated 
itself again this winter 

Working in the goods sheds throughout 
the night as in peacetime was not now 
practicable in most cases. Consequently, 
the railways had to deal with the loading 
and unloading of traffic within a period of, 
roughly, 12 hours instead of 24—at any 
rate during the winter months. The mag- 
nitude of that task would be appreciated 
when, for instance, one took into considera- 
tion the reduction in manpower due to the 
call-up. This had been off-set in some 
measure by the employment of female- 
labour, but this, of course, had its limita- 
tions. 








ARGENTINE RAILWAYS AS CURRENCY 
Link.—Mr. J. H. Clifford Johnston, Chair- 
man of the Guardian Investment Trust 
Co. Ltd., presiding at the ordinary general 
meeting on February 26, pointed out that 
an oustanding feature of the trust had 
always been the large holding in Argentine 
railway stocks. Over 30 years these rail- 
ways, as railways, had averaged a steady 
improvement ; they had been well managed, 
and conservatively financed, and to-day 
compared in good management, earning 
power and popularity with any other rail- 
way system in the world. The Buenos 
Ayres Great Southern dividend record, as 
an example, showed a gradual increase 
culminating in the payment of 8 per cent. 
for each of the four years 1927-1930. To- 
day, although it was still the same pros- 
perous system in a nation which itself 
had prospered and which, moreover, owed 
much of its prosperity to its railways, not 
only had the 8 per cent. dividend dis- 
appeared, but no preference dividend had 
been possible, and at one time some doubt 
existed as to the maintenance of the 
debenture interest in full. The answer to 
the paradox of a prosperous railway in a 
prosperous country being unable to make 
any return on its capital to its shareholders 
was to be found in this item taken from the 
latest report: ‘‘ The sum of £1,005,140 
has had to be provided for exchange differ- 
ences, a decrease of £81,521 as compared 
with last year.’”” What had happened was 
that the Treasuries of the world had been 
monkeying with the exchanges which up 
to then had been worked perfectly by the 
banking community. In consequence the 
successful enterprise, the honest trader, 
and the long-suffering investors, whose 
shoulders bore the whole financial burden of 
our vital overseas trade, had had to pay 
a pretty penny through no fault of their 
own; a sorry tale of prosperity without 
profit. This injustice might now be 
remedied, as the present international 
situation seemed to call for a fresh con- 
vention between Great Britain and Argen- 
tina, and therein the Argentine railways 
might well be used to supply a link to the 
currencies of the two countries. 





















































































Part of 50 tons of documents which are 
being sent by the G.W.R. for salvage. 
The strawboard used for the covers of 
the old record books shown above is now 
practically unobtainable 








Parliamentary Notes 


Grand Union Canal Company 


Objection has been raised to the follow- 
ing motion by the House of Commons on 
several occasions when it has been brought 
forward, and consideration of it was post- 
poned: ‘“‘ That the Grand Union Canal 
Company be relieved from the obligation to 
promote not later than the Session of 1946 
a Bill to consolidate the Acts relating to 
the several parts of its undertaking and 
the obligation to promote not later than 
the Session of 1944 an Amending Bill with 
a view to facilitating the task of consolida- 
tion, being obligations to which the com- 
pany is subject by virtue of a promise 
given in the proceedings before the Com- 
mittee to which the Regent’s Canal & 
Dock Company (Grand Junction Canal 
Purchase) Bill was referred in the year 
1928 as varied by resolutions passed by 
this House on July 12, 1932, July 27, 1937, 
and June 27, 1940.” 

When the motion came before the House 
again on March 4, Sir Dennis Herbert 
(Chairman of Ways and Means) said that 
this was a Motion to relieve the Grand 
Union Canal Company from two Parlia 
mentary obligations, one to amend its 
Acts and the other to consolidate. Objec- 
tion was raised to its being relieved entirely 
from that, though he thought it was the 
sense of the House generally that it should 
not be called upon to carry out these obliga- 
tions until after the war. He has been 
in communication with the company and 
also with the Ministry of War Transport, 
with the result that he had been able to 
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arrange - provisionally -in -principle for a 
Motion to be put down in a different form, 
under which the company would be liable 
to perform these obligations after due 
notice given after the war. That, he hoped, 
would satisfy all Members who were inter- 
ested in the matter. He asked leave to 
withdraw this Motion and he would then 
put down a new one, he hoped within a 
few days. 

Mr. W. Thorne (Plaistow—Lab.) said 
it was about time this question was got 
rid of. It had been before the House for 
a long time, and he was pleased to know 
that the Chairman of Ways & Means was 
to put down a Motion to get rid of it one 
way or the other. 

The Motion was then, by 
drawn. 


leave, with- 








Questions in Parliament 


Transport in North Staffordshire 

The Minister of War Transport arranged 
some time ago for an expert of the London 
Passenger Transport Board to assist the 
Regional Transport Commissioner in secur- 
ing improvements of the services in the 
North Staffordshire area. As a result, 
temporary assistance has been arranged, 
pending .the provision of labour to repair 
and maintain the existing local fleets and 
the transfer of vehicles from elsewhere. 
Although difficulties still remain to be over- 
come, I am not yet satisfied that in present 
circumstances, the area would benefit if 
the operation of the bus services were taken 
out of the hands of the existing operators. 
(Mr. P. J. Noel-Baker, Joint Parliamentary 
Secretary, Ministry of War Transport, 
February 25.) 


Public Relations Officers 

The functions of public relations officers 
have been broadly described as the pro 
motion of a proper understanding between 
their departments and the general public. 
The selection of public relations officers 
and the assessment for their duties are 
matters for the departments to which the 
officers are attached. The names and 
remuneration of the holders of the chief 
posts of Public Relations (and Press and 
Publicity) Officers are as follow : 


Department Post 
Treasury nes i Chief Press Liasion Officer 
Admiralty Director of Press Division 


Ministry of Agriculture and Publicity Officer 
Fisheries 
Air Ministry Director of Public Rela- 

tions 
Public Relations Officer 
Public Relations Officer 
Public Relations Officer 
Head of Press Section ... 
Director of Intelligence 

and Public Relations 
Director of Public Rela- 

tions 


Ministry of Aircraft Production 
Colonial Office 

Dominions Office = 
Ministry of Economic Warfare. 
Board of Education ia 


Ministry of Food 
Foreign Office ... 


Ministry of Health 
Home Office, Ministry of Home 


Press Officer 
Director of Public Rela- 


Security tions 
India and Burma Office Adviser on Publicity 
Questions 
Ministry of Labour and National Public Relations Officer 
Service 
Mines and Petroleum Depart- Press Officer 
ment 


Director of Propaganda 
Public Relations Officer 
Director of Publicity and 
Public Relations 
Public Relations Officer 
Director of Public Rela- 
tions 
Publicity Officer 
Public Relations Officer 
Intelligence and Public 
Relations Officer 
Public Relations Officer 
Public Relations Officer 


National Savings Committee 
General Post Office oma 
Ministry of Supply 


Board of Trade... 
War Office 


Ministry of Works and Buildings 
Ministry of War Transport 
Scottish Home Department ... 


War Damage Commission 
Ministry of Pensions ... 


Head of News Department 
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Travel Warrants 

Personnel of the Army, including mem- 
bers of the Auxiliary Territorial Service, 
proceeding on leave at the public expense, 
are issued with free travelling warrants to 
any destination they choose in the United 
Kingdom. If visiting relatives or in the 
case of urgent private business, free war- 


rants are also issued to destinations in 
Southern Ireland.—(Lt.-Colonel Duncan 
Sandys, Financial Secretary, The War 


Office, March 3.) 


Net Revenue of Railway Companies 

Estimates of the results of the railway 
pool for the year 1941 are under examina- 
tion, and a White Paper will be published. 
Any excess of net revenue over £43,000,000 
will be paid into the Exchequer.—(Sir 
Kingsley Wood, Chancellor of the Exche- 
quer, March 3.) 

Sir Frank Sanderson (Ealing—C.) asked 
the Chancellor to confirm that a very 
substantial profit had accrued to the 
Treasury. He also asked if the Treasury’s 
profit had not taken precedence over 
approximately £80,000,000 of shareholders’ 
capital, which received no return on the 
investment, and did the Chancellor consider 
it to be in the national interest thereby to 
depreciate the country’s greatest single 
asset. 

The Chancellor of the Exchequer 
that Sir Frank Sanderson had better 
the White Paper. 

Restaurant Cars 

Feeding facilities on long distance trains, 
in the main, have been withdrawn to enable 
the seating capacity of heavily loaded 
trains to be increased to the maximum, 
and, in some cases, due to shortage of staff. 
I think that the need for this course is well 
appreciated by the public and very few 
complaints have reached my department. 
Special canteens are provided for Service 
men at all the more important stations and 
the number is increased when the need is 
proved. I regret that I am unable to hold 
out any prospect of an early restoration of 
buffet cars.—(Mr. P. J. Noel-Baker, 
March 4.) 

Admission to Platforms at Paddington 

Due to the heavy passenger traffic at 
Paddington on Sundays, especially in the 
evenings, and the consequent congestion 
of the platforms, the Great Western Rail- 
way found it necessary to stop the admis- 


said 
await 


Name Salary 
G. F. Steward 


‘ . £1,700 
Sees A. H. Brooking, 


Service pay and allowance 
R.N 
D. McCullough £1,000 


Air-Commodore Lord Service pay and allowance 


Stansgate 
A. E. Mash £950 
N. J. B. Sabine £1,000 
E. Rawdon Smith ... 
J. Rayner na £1,100 
W. R. Richardson ... £1,150-£1,500 
Howard Marshall ... £1,700 
W. Ridsdale £1,250 
T. Fife Clark £800- £900 
S. G. Leslie... £1,500 
A. H. Joyce £1,050-£1,200 
A. S. Frere £1,200 
M. Romain £800 
Paul Addis ... £1,250 
T. B. Braund £1,150-£1,500 
J. L. Henderson £1,200 
F. Carter ... £1,000 
Major General Lawson Service pay and allowances 
H. Lewis... £900 
Fleetwood C. Pritchard . £1,700 
N. F. McNicoll £800-£1,100, plus £100 
A. P Rowe... £750 
F. N. Byron £900 


(Captain H. Crookshank, Financial Secretary to the Treasury, February 26) 
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sion of persons other than travellers, |j 
has now been arranged that the prohibition 
shall apply only after 3.30 p.m.—(Mr. P, J. 
Noel-Baker, Joint Parliamentary Secre. 
tary, Ministry of War Transport, March 4.) 
Through Leave Trains 

A number of through leave trains to and 
from selected centres in the North and 
South, by-passing London, are already in 


regular service. Additional trains are 
arranged, when the numbers of Service 
personnel travelling regularly between 


defined points justify that course.—(Mr, 
P. J. Noel-Baker, March 4.) 
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British and Irish Railway 
Stocks and Shares 


Prices 
Stocks +3 3 M 
= E- - Rise, 
1942 Fall 
G.W.R. 
Cons. Soe. abe «| 433 30} 40 + 
5% Con. -| 1095 834 110; |+ 
5% Red. Pret. (1950) 1054 964 106 + | 
4% Deb. 1134 1024 115 (+1 
%, Deb. ... eee) TS 105% 164 +1 
of Deb... ees} E214 112 1234 + 1 
33, “Deb. ove eee} 132 122 135 + I 
24% Deb. ooo eoe| 70 62% 7! + | 
5% Rt. Charge 1294 116 1314 1 
5% Cons. Guar. «| 128 1104 129 (+1 
L.M.S.R. 
ooo} 175 i 17 
% Pref. (1923) of SB 334 5i4 
4% Pref. 68 485 68; 
5% Red. Pref. (1955) 97 77 974 
Deb. 053 97 107 + | 
a Red. Deb. (1982) 1104 1064 1094 
Guar. . 100 854 1024 | 
— 
5% Pref. Ord. awe 3 2 i 
aaa 6.5 It if id = 
4% First Pref. eoe| S24 33 50 - 4 
4% Second Pref. 19j 10 19 — 
5% Red. Pref. (1985) 794 52 84 is 
4°% First Guar. 90$ | 744 944 (42 
4% one Guar. .... 804 59 82; — 
a% Deb. on eco] 795 68} 82 + 2 
4% Deb. 104 ot 105 + | 
5% Red. Deb. (gary 106 = 1024 | 104 | — 
44% Sinking Fund | 103 i 
Red. Deb oo | 
SOUTHERN 
Pref. Ord. eve eee} 65 43 
Def. Ord. ese one ist y a 
5% Pref. 107, 771074 | + 2 
$9 Red Pref. (1964) 107 894 107 + 1 
; Guar. Pref. 128 i 1294 |+ 1 
sf Red. Guar. Pref. 1143 | 1074 | 1134 
| 
4% Det. nat, et 1024 | 114 i 
5% Deb. at ees| $304 119 133 + + 
4 fed. Deb. (1962- | 108} | 102 | 107; |) — 
4% Red. Deb. (1970- | 108 1024 
$0) 3 + | 108} \ 
cc * BRIDGE | | 
4% --| 99% | 90} > 
4% Guar. 3. | 99° | asy | 1O2t | x 
L.P.T.B. 
GA ce 12043 | 1094 | | ! 
Ta, 1304 | 11S$ | laot viet 
44% T.F.A. - 1034 994 1004 -- 
5% —o ove ooo) $67 102 1194 die 
i ss ose «+ 463 283 | 39 = 
MERSEY 
PE. ste aie eee] 243 194 " 
4% Perp. Deb. +-| 100 | 90 | Ri, + H 
3% Perp. Deb. e--| 734 | 63 | 74 + It 
3% Perp. Pref. --| 5B | Sit 57 di 
IRELAND 
BELFAST & C.D. 
ee all a @ 4),4;- 


G. NORTHERN | 
Ord. ... eee ooo} 145 3 | 13 - 4 


G. SOUTHERN | | | 
ae a” ae ok a ee “ 


Pref. ... ees ol 7 | 0 | 6 j-% 
Guar. ... me sat a 16 | 374 |-4& 
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OFFICIAL NOTICES 


I is desired to secure tie full commercial develop 
ment in the United Kingdom of British Patent 
No, 341172, which relates to Electrically Propelled 
Locomotives, either by way of the grant of licences 
or otherwise on terms acceptable to the Patentees. 
Interested parties desiring copies of the patent specifi 
cation and further particulars should apply to STE 
VENS, LANGNER, PARRY & ROLLINSON, 5 to 9, 
Quality Court, London, W.C.2. 
























FFICIAL ADVERTISEMENTS intended for 
insertion on this page should be sent in as 
early in the week as possible. The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed to :- 
The Railway Gazette, 33, Tothill Street, Westminster 
London, S.W.1 














Notes and News 


Canadian National Railways.—Gross 

earnings in January, 1942, amounted to 
$25,967,000, an increase of $5,040,033 ; 
erating expenses at $20,809,888 were 
greater by $3,033,315. Net earnings at 
$5,157,112 were higher by $2,006,718. 


Canadian Pacific Railway.—Gross 
earnings for the month of January were 
$18,660,000, an increase of $ 3,975,000, as 
compared with January, 1941. Working 
expenses at $15,476,000 were $3,457,000 
higher and net earnings at $3,184,000 
registered an advance of $518,000. 


Great Southern Railways (Eire). 
For the 8th week of 1942 the Great Southern 
Railways (Eire) reports passenger receipts 
f {28,720 (against £32,507), and goods 
receipts of £58,722 (against £52,006), mak- 
ing a total of £87,442, against £84,513, for 
the corresponding period of the previous 
year. The aggregate receipts to date are 
passenger, £243,967 (against £260,494,) 
oods, £491,110 (against £403,576), making 
total of £735,677 (against £664,070). 


Waste Paper Salvage on the G.W.R. 
[he special survey in all departments of 
the G.W.R. in connection with the salvage 
f waste paper is showing good results 
states the Great Western Railway Magazine 
uring the three months to January 31 a 
total of 437 tons had been disposed of, 
epresenting an increase of 100 per cent. 
ver the previous corresponding period 
lt is pointed out that the salvage of the 
laximum quantity of waste paper is a 
ital necessity, and all accumulations of 
ld books, catalogues, magazines, and 
spare copies of documents not likely to be 
juired should be disposed of 


Waste Paper Contest Result. 

Winners of the prizes in the £20,000 
‘ational Waste Paper Salvage Contest, 
etails of which were given in our Janu- 
ty 2 issue, have now been announced. 
the contest, which was promoted by the 
Vaste Paper Recovery Association to 
‘timulate the collection of paper for use 
ithe manufacture of munitions, ran 


‘nroughout January and 1,234 cities, 
wns, and villages took part. The total 
mount of paper salvaged was 94,421 


ms, and with the addition of collections 
1 


ude by non-competing local authorities 
the aggregate for the month was more 
than 100,000 tons, which constituted a 


cord salvage effort. In accordance with 
the conditions of the contest half the 
liz¢ money in each area will be divided 
etween the Red Cross, Mrs. Churchill's 


Red Cross Aid to Russia Fund, the 
R.A.F Benevolent Fund, and the 
soldiers’, Sailors’ and Airmen’s Families’ 


‘sociation; the other half will go to 
cal charities. In extending its thanks 
aid congratulations to all competitors the 
Vaste Paper Recovery Association points 
ut that the conclusion of the contest 
*S not mean that the vitally important 
sk of saving waste paper is ended; on 
é contrary there is urgent need at the 





munition factories for ever increasing sup- 
plies of this vital war material. The col- 
lection of waste paper must, therefore, go 
on everywhere with even greater diligence. 

Road Accidents in January, 1942. 
The return issued by the Minister of War 
Transport of the number of persons reported 
to have died or to have been injured as a 
result of road accidents during the month 
of January last shows 681 deaths (compared 
with 741 in January, 1941), 9,608 seriously 
injured, and 3,144 slightly injured. Com- 
parative figures for persons injured are not 
available for January, 1941. 

A Veteran L.M.S.R. Locomotive. 
Locomotive 20002 of the L.M.S.R. is 76 
years old this year and is still playing a 
useful part in this war, though it is the oldest 
engine in regular service with the L.M.S.R., 
and probably the oldest tender engine in 
service in Great Britain. It was built in 
1866 to the design of Mr. Matthew Kirtley, 
then Chief Mechanical Engineer of the 
Midland Railway. This locomotive is not 
the last of its class; there are two similar 
engines, Nos. 20008 and 20012, only one 
year junior, also at work 

Serious Collision in Jamaica.—A 
collision is reported to have occurred on 
the Jamaica Government Railways on 
February 28 between a rail-motor and a 
goods train, resulting in the deaths of.8 
persons and injuries to over 30 others 
These railways have enjoyed remarkable 
freedom from accidents, for although 
opened in 1845 no passenger was killed on 
them until the serious derailment at 
Balaclava, on July 30, 1938, which caused 
32 deaths. This accident was reported in 
our issue for July 21, 1939, page 110. 

Argentine Railway Tariffs.—The 
(Argentine Government on March 6 author- 
ised the railways to increase their rates. 
Passenger fares are increased by 5 per 
cent. and freight charges by 10 per cent. 
The increase is operative for a year. The 
revised rates will come into force within 
thiry days. According to Reuters, the 
decree specifies that the increased revenue 
shall be applied to suspending wage adjust- 
ments, any balance thereafter being assigned 
to the pension fund. It thus appears that 
the whole of the increase will be assigned to 
the benefit of the employees. 


Scottish Railway Valuations.—The 
Valuation Appeal Court gave judgment 
on March 4 dismissing appeals by the 


L.M.S.R. from a determination of the 
Assessor of Public Undertakings that certain 
sheds at Grangemouth Docks, certain 
passenger station buildings at Ardrossan, 
and a store at Troon Harbour did not form 
part of the railway undertaking. The 
Court decided that this determination was 
to be treated as final and conclusive in the 
making up of the local roll, but explained 
that its decision applied to the facts as 
they were found to be this year and did 
not preclude a reconsideration of the matter 
next year. 

Argentine Railway Loan Redemp- 
tion.—It is announced that the Argentine 
Government will, on September 1, redeem 





all the bonds of the 5 per cent. external 
loan of 1924, of which about £370,000 are 
still outstanding. The loan was originally 
issued to the Argentine Transandine Rail- 
way. When that railway was acquired by 
the Government in January, 1939, £383,600 
in bonds were distributed to holders of the 
outstanding £383,600 of 5 per cent. deben- 
ture stock of the company. The amount 
of the loan has been reduced annually by 
the operation of the sinking fund, which was 
designed to effect complete redemption by 
1961, but the Government is exercising its 
option to complete the redemption at an 
earlier date. 








Railway and Other Reports 


Forth Bridge Railway Company.— 
Net revenue for the year 1941 was £121,933 
(same). After deduction of interest on 4 per 
cent. debenture stock the balance available 
for dividend on ordinary stock was £93,000 
(same) which is again absorbed by payment 
of 4 per cent. on that stock, leaving no 
balance due to the L.N.E.R. 


Isle of Man Railway Company. 
Gross receipts for the year 1941 amounted 
to £60,699, an increase of £29,626 in com- 
parison with 1940. Expenditure at 
£41,948 was {£9,615 higher, leaving a 
balance of £18,751, against £1,260. Balance 
standing to credit of net revenue account 
after charging it with all preferential 
claims, including debit balance of £5,817 
from 1940, is £8,546, out of which the 
directors recommend a dividend at the 
rate of 24 per cent. per annum on the pre- 
ference share capital for the year 1941 
leaving a balance of £7,296. Of this 
amount the directors have _ transferred 
£6,000 to the reserve and renewal fund, 
leaving £1,296 to be carried forward. 


Metropolitan Railway Surplus Lands 
Co. Ltd.—Net receipts for 1941 were 
£28,761 (£45,868) after duducting £8,446 
(£5,674) for repairs and A.R.P., £36,341 
(£33,916) for rates, taxes, and insurance, 
and {£6,796 (£11,184) for debts reserve. 
The amount brought in is £22,708 (£3,249) 
After appropriating £50,000 (nil) for war 
damage contributions there remains 41,469 
to be carried forward 


Thos. W. Ward Limited.-—Interim 
dividend of 3? per cent. for 1941-42, the 
same as for the two previous years, payable 
March 31. 








Contracts and Tenders 


The United States War Department has 
placed orders for 50 side tank steam shunt 
ing locomotives for export, reportedly to 
the Near East. These engines are of the 
0-6-0 type with 163 in. by 24 in. cylinders, 
and designed for use on standard-gauge 
tracks. To comply with urgent Govern- 
ment instructions, it is expected that the 
engines will be completed about the middle 
of this year. 

































































































































Stock Exchange markets have been 
overshadowed by the war news and re- 
mained very inactive, although confidence 
in the future, and willingness to take 
more than a short view, were again 
reflected by the absence of any heavy 
selling. Sentiment was aided by the 
steady undertone maintained in British 
Funds, and in fact, demand again con- 
tinued to centre mainly on high-grade 
investment stocks. Wide realisation of 
their excellent investment merits con- 
tinued to attract atention to home rail- 
way prior charges, but the debentures 
in particular were in short supply, and 
there were indications that the guaran- 
teed and senior preference stocks were 
being favoured in view of their appar- 
ently attractive yields. It is being pointed 
out that during the currency of the finan- 
cial agreement their dividends may be 
regarded as virtually guaranteed by the 
Government. In fact, a somewhat similar 
view is current as to the junior securities, 
the statements at the annual meetings 
having made it clear that during the war 
the railways do not intend to provide any 
large reserves for war damage liability, 
and that the higher dividends for 1941 are 
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Railway Stock Market 


fully alive to the possibilities and prob- 
lems that may arise after the war, and 
that the position in this respect may not 
be nearly as discouraging as has been sug- 
gested in some quarters. It is clear that 
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Great Western 4 per cent. debenture 
moved up from 114} to 116. Among 
L.M.S.R. issues, the 4 per cent. debep. 
tures gained a point to 107, and the 
guaranteed stock further improved from 
1013 to 103. L.M.S.R. ordinary was 
slightly better at 173, but the 1923 pre- 


the financial agreement does not imply ference eased to 51, and the senior prefer. 
that the companies have sacrificed for ence was unchanged on balance at 68. 
good their right to the standard revenue L.N.E.R. debentures moved better, and 


recognised by the Railways Act of 1921. 
Had the general background of the stock 
markets been less depressed at the time of 
writing, it would appear that all classes 
of home railway stocks would have shown 


the first guaranteed rose from 93 to 95. 
but at the time of writing, the second 
guaranteed has remained at 82, despite 
the attractive yield and the good cover for 
dividend requirements. L.N.E.R. second 






good response to the statements at the 


meetings. 
that estimates of the 


lished shortly 


A further favourable 


point is 


results of the rail- 
way pool during 1941 are under review, 
and the White Paper which is to be pub- 


will no doubt show that a 


substantial surplus accrues to the 
Government. It is to be hoped that this 
will have the effect of drawing wider 


recognition to the fact that the railway 


companies 


and 


their 


stockholders 


are 


receiving a very modest return judged by 
the extent of the vital part the railways 
war effort. 


are playing in the w 


Great Western 
little changed as compared with a week 


ordinary 


at 403 


time 


the 
129}, 


the 
recent 


affected by 


was 


the 
assigned 
Pacific issues appeared to be rather more 


to 


of writing, 
remained around 50. 
was fractionally better at 15, and at 623 
the preferred ordinary was virtually the 
same as a week ago. 
guaranteed stock rose 
4 per cent. 
In other directions, 
“C” rallied from 38} to 39. 
Among foreign railway stocks, 
Argentine companies lost part of their 
improvement; 


and the 
114 to 115}. 
Transport 


benefit of the 


the 


the 


the 


preference was slightly lower, while at the 


first preference has 
Southern deferred 


On the other hand 
from 128} to 


employees. 


debentures from 
London 


those of 


sentiment 
belief that the 


was 


whole of 


increase in rates will be 


Canadian 











likely to rule for the duration and a year ago, but the guaranteed stock gained a 
after. The impression also created by the point to 1293, while the 5 per cent. pre- active. Indian railway stocks were again 
annual meetings is that the directors are ference was 111, compared with 109. marked lower on the war news. 
r y ° . ‘ ° —e 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
a Traffic for Week 3 Aggregate Traffics to date Prices 
iles 
Railways open a — > Totals Shares | - - ja. 
nding — ‘ or $= am “a FoF 
1941-42 Inc.or Dec. 6 increase or Stock zi| 2z tr Poe 
— compared a This Year aon Decrease we = | ec oye 
this year with 1941 z a ast Year r b > Z 
£ é é é £ 
Antofagasta (Chili) & Bolivia 834 1.3.42 18,740 6,060 9 163,650 149,090 14,560 Ord. Stk. 103 «345 «+10_—s'NNl 
Argentine North Eastern 753 28.2.42 ps. 142,000 + ps. 30,900 35 ps.6,182,600 ps. 5,205,800 + ps. 976,800 a 4 ! 34 Nil 
Bolivar 174 Feb.,1942 4,612 + 1,132 9 9,5 6,680 + 2,892 6 p.c. Deb. 5 5 9 Nil 
Brazil . me -_ _ — -- = - Bonds 8 24 10} = Nil 
Buenos ‘Ayres & Pacifi- ---| 2,008 28.2.42  ps.1,775,000 —ps.150,000 35 ps.49,062,000 ps.46,233,000 + ps.2,,829000 Ord. Stk. 7 14 S$ Nil 
Buenos Ayres Great Southern 5,082 28.2.42  ps.3,120,000 +ps.517,000 35 ps.83,659,000 ps.73,976,000 +ps.9,683,000 Ord. Stk. 10% 34 °} Ni 
Buenos Ayres Western 1,930 282.42 ps. 849, — ps.59, 35 _ps.29,542,000  ps.25,305,000 + ps.4,237,000 ~ 9 24 7; ~‘Nil 
ee 3,700 28.2.42 ps. 1,786,200 — 309,150 | 35  ps.61,658,250 ps. 52,257,800 +ps.9 400, 450 pra 8} 2t 64 Nil 
io. a as _ — —_ - -- — Dfd. 24 t 2+ Ni 
: Cent. Uruguay of M. Video.. 972 21.2.42 ps. 25,865 1,563 34 796,860 736,224 + 60, 636 Ord. Stk. 9% ! 6; Nil 
© | Costa Rica 262 Jan., 1942 23,473 7,747 30 159,462 133,764 + 25,698 Stk. 154 Hig 13 «148 
§g Dorada aa ‘ 70 Jan., 1942 10, - 1,600 5 0,600 12,200 — 1,600 IMct.Db. 97 7 904 64 
™“ | Entre Rios se 808 28.2.42 ps. 233,600 + ps. 43; 500 35 os.9,047,300 ps. 7,565,500 +ps.1,481,300 Ord. Stk. 64 + 5 Nil 
* | Great Western of Brazil 1,030 28 2.42 11,100 — 400 9 4,100 106,000 — 1,900 Ord. Sh. W/- tf- a 
= \ International of Cl. Amer 794 Dec.,1941 $519,619 + $73,379 52 $5,617,278 $5,544,439 — $72,839 — -= — - 
5 Interoceanic of Mexico ° - — - - - — — _ Ist Pref | éd. + Nil 
| La Guaira & Caracas.. . 223 Feb.,1942 5,960 — 1,390 9 12,390 13,475 - 1,085 - es - 
c | Leopoldina - 1,918 28.2.42 34,592 + 10,842 ae 251,764 208,531 + 43,233 Ord. Stk. 4 + 34 Nil 
S| Mexican 483 28.2.42 ps. 357,800 — ps.29,200 9 ps. 2,782,300 ps. 2,606,100 + 176,200 on 4 ! Nil 
3 | Midland of Uruguay | 319 =Dec., 1941 12,418 272 «26 80,163 69,877 + 10,286 -- —3 — - 
Nitrate ‘ ° 386 28 2 .4 4,170 - 1S! 9 19,766 17,609 + 2,157 Ord Sh. 663 In 334 1 
Paraguay Central 274 28.2.42 $3,080,000 $148,000 35 $119,273,000  $114,343,000 + $4,930,000 Pr.Li.Sek. 43/- 29 42; Ik 
Peruvian Corporation 1,059 ‘Feb., 1942 69,053 13,241 35 582,024 516,957 + 65,067 Pref. 64 lt 8 Nil 
Salvador 100 Jan., 1942 ¢ 138,000 ¢ 24,000 | 30 499,172 c 402,683 + c 96,489 _ -2 — — - 
San Paulo 1534 22.2.42 34,125 100 8 263,625 262,887 — 738 Ord. Stk. 52 244 434 4% 
Taltal ... 160 Jan., 1942 3,135 + 840 3! 30,895 19,435 + 11,460 Ord. Sh. | 6/- 1 Nil 
United of Havana - 1,346 2.42 57,123 + 8,944 35 797,989 646,033 + 151,956, Ord. Stk. 24 ‘ 3 Nil 
Uruguay Northern 73 —Dec., 1941 1,2 _- 190 26 7,938 7,089 + 849 - -§ - - - 
4 ‘ Canadian National - 23,562 28.2.42 1,283,600 181,800 9 8,234,000 10,183,400 + 1,949,400 = _ — 35 
a Canadian Northern as ue = - — — — Perp.Dbs. 94 854 - 
F} Grand Trunk _— . - — _— _ _ 4pce.Gr. 104% 993 - 
UO \ Canadian Pacific 17,139 = 28242 986,800 + 177,800 9 7,379,600 5,758,600 + 1,621,000 Ord. Stk 13% 7a Il; Nil 
Barsi Light... 202 30.11.41 3,525 135 34 115,072 105,555 + 9,517 _ -— _ oo 
| Bengal & North Western 2099 = Jan., 1942 259,350 — 20,161 18 1,083,450 1,036,512 + 46,938 Ord. Stk. 345 253 335 Si 
2 J Bengal-Nagpur - -| 3,267 20.12.41 30°,775 + 37,029 38 7,000,994 6,315,530 + 685,464 os 101 95% 98 Ate 
2 | Madras & Southern Mahratta 2.939 20.12.41 268,950 + 28,121 | 38 5,187,026 4,334,720 + 852,306 105%, 1015 98 7 
™ | Rohilkund & Kumaon 571 Jan.,1942 56.850 — 10,343 18 210,675 220,257 — 9,582 342 2 3424 4h 
\South Indian .. 2,402 10.12.41 130,036 + 13,826 36 3,658,618 3.153,941 + 504,677 100 87 98 34 
Beira ... 204 Dec.,!941 68,922 13 219,615 — — - _ _ — - 
Egyptian Delta ee 610 30. ad Al 12,971 + ’* 158 34 208,684 148,268 + 60,416 Pri. Sh I4 29/-. 25 Nil 
3 | Manila of on - — — _ B. Deb 68 5 | 46) 8 
2} Midland of W. ‘Australia 277 Sept.. a 20,320 + 1, 375 9 58,977 43,885 + 15,092 Inc. Ceb 904 854 89; bh 
5 | Nigerian ‘ 1,900 2911.4 76.668 + 11,298 34 | 827,367 1,314,395 + 512,972 _ —_ - —- - 
> | Rhodesia ma 2,442 Dec., isat 469.566 — 13 1,428,208 — -- — -— _ - 
South Africa ... 13,291 17.1.42 801,257 + 27,889 42 31,901,528 28,944,952 + 2,956,576 — — - ~ 
Victoria 4,774 Oct. 1941 1,144,416 + 135,932 17 4,197,958 3,657,388 + 40,570 — _ — 4 





Note. 


Yields are based on the approximate current prices and are within a fraction of 7s 
t Receipts are calculated @ Is. 6d. to the rupee 


Argentine traffics are given in pesos 
§ ex dividend 
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